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HINES AND CUMMINS 

There is a striking similarity in the plans for 
railroad regulation presented by Director-General 
Hines and Senator Cummins. Mr. Hines, it will 
be remembered, seconded Mr. McAdoo’s request 
for an extension of time for five years of govern- 
ment operation, stressing particularly the need for 
an extension for a three-year period. He 
proposes that the government guarantee earnings 
on securities and the creation of ten or twenty 
regional He that there 
would be much delay in bringing about the con- 
solidation of existing railroad companies into the 
regional companies he Perhaps this 
delay would not be objectionable to him, because 
it would leave the railroads under the control of 
the Director-General while the consolidation was 
being brought about. 

Senator Cummins 
guarantee, with the creation of regional companies. 
He has long leaned toward government owner- 
ship. In his speeches he has pointed out that the 
government would, of course, expect to supervise 
expenditures in order to protect itself in the guar- 
antee it gave. 


now 


companies. recognizes 


suggests. 


also proposes government 


He recognizes that it would be a 
tremendous undertaking to create new regional 
companies, but he contends that the American 
people are big enough to put the proposition over. 


He says the danger of government ownership, con- 


nected with a guarantee and with the consolidation 
into regional companies, does not frighten him. Of 
Course it does not. 

Mr. Hines and Senator Cummins spoke from 
the same platform before the Chamber of Com- 
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merce of the United States and before the Econ- 
omic Society in New York, and they are billed to 
speak before the American Short Line Association 
which meets in Washington June 2 to 5. There 
are some people who believe that Director-General 
Hines is at heart in favor of government owner- 
ship or operation. Certainly he is insisting on gor - 
ernment operation, which is even worse than 
government ownership with private operation. He 
is advocating a plan which calls for the strictest 
government supervision and control and which 
calls for several years’ delay. Senator Cummins 
is pursuing a similar course. Is it possible that 
there is an understanding between these two gen- 
tlemen? They are certainly 
whether they mean to or not. 


working together, 


A RATE PROBLEM 

The railroad problem, now before Congress and 
the country for settlement, is primarily a rate 
problem. The pressing need is to evolve a scheme 
of regulation that will insure to the carriers rev- 
enue adequate to give the shipping and traveling 
public the service to which it is entitled, and at 
the same time permit them to earn a legitimate 
return sufficient to attract capital, without, how- 
ever, removing the safeguards ‘against inordinate 
greed on their part. The carriers have no way of 
producing revenue except by means of collecting 
charges applied through their tariffs. Who is to 
pass on these tariffs? What rule is to govern the 
individual or the body that passes on them? Those 
are the main questions. 

Assuming what is almost the obvious fact, that 
the railroads must have some assurance of proper 
return in order not only for them to continue to 
live, for their own benefit, but also that the trans- 
portation agencies on which the public depends 
may not fail, the question of how this adequate 
revenue may be assured becomes the one thing 
that must be settled before we can even attempt 
private operation again. What shall 
adopt? 


plan we 

Government guarantee of a minimum return to 
every road is one of the suggestions. It is favored, 
for instance, by Director-General Hines. But we 
ought not to linger long over such a plan. It par- 
takes of the nature of government ownership. It 
differs from government ownership, not in prin- 
ciple, but only in degree. By just so much as in- 
come is guaranteed will individual initiative and 
enterprise be removed. It is paternalism, and not 
business principle, that would insure to a railroad 
six per cent, or any other per cent, regardless of 
its ability to earn that much. Such a system would 
lead to such confusion and dissatisfaction that the 
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next jump—to government ownership—would be agree must be accomplished, and still be accept i o— 


easy. 

There is the so-called Warfied plan, advocated 
by the association of owners of railway securities 
of which S. Davies Warfield is president. He 
would group the roads of the country by regions 
and then have rates so fixed that in a given region 
the revenue would be sufficient in the aggregate 
to pay a six per cent return on the combined cap- 
ital investment account of all the roads in that 
region. If a road earned more than six per cent it 
might keep one-third of the excess, the other two- 
thirds being divided between an insurance fund 
for the benefit of the employes, and a fund for the 


able as a means, we must include the idea of ade. 
quate revenue without specific guarantee, either j, 
amount or to individual roads. We venture to make 
some concrete suggestions along this line. 

The Interstate Commerce Commission should }, 
retained as a rate-making body. Some object t 
that because they think the Commission has bee, 
stingy with the railroads. 
icy 


This parsimonious pol- 
assuming that it exists—may be due to ind 
vidual inability among the members of the Com. 
mission to perceive the needs of the railroads: o; 
to an understanding on the part of the majority 
that the Commission exists to check rapacity 


















































purchase of equipment for all the roads in the rather than to consider economic needs in a large J 
region to be used in time of emergency congestion. sense; or to both. To whatever it may be due, it  wik 
But if a road earned only two per cent, that is ali would be removed by proper instructions from the - 
. " ” ° ° : ow 
it would get. proper authority. The matter of what is a satis: § cna 
[he plan is open to many objections and, even factory or adequate return should be left to the tion 
- Ce oo ° = ° = : ss ¢ . a hon¢ 
if not vicious in principle, it would not cure the jydgment of men competent to judge, who will ioc 
evil it is intended to meet. It is offered as a cure take into consideration all the economic elements % i 
for bad railroad credit by assuring increased rev- that should be considered, and which vary from = 
enues. Assuming that assuring the roads in 2 time to time. Congress should express by amend § ¢ ! 
. ia ia 5 “er te invected camit: : ‘ mak 
given region six per cent on their invested capital ment of the act to regulate commerce, or by sone & , fy 
account would mean more revenue for that region other method, instructions to the Interstate Com-§ in t 
than under former conditions—which, of course, merce Commission that it must so regulate rates — 
has to be assumed or there would be no reason - that the revenue of the carriers in a given region or phas 
Aetiaienin , : » plan into effec : . . . how 
whatever for putting the plan into effect—all that territory may be and remain adequate to give the pon 
would be accomplished would be to limit the earn- public the service to which it is entitled and atf is b 
eee ee ¢ a : — , — wae . ‘ : y 
ings of the more prosperous roads and raise to the same time provide a proper return to capital. a 
greater or less extent the earnings of the less pros- The definition of “adequate,” “proper,” “satisfac J paid 
perous ones, not even guaranteeing them a living tory,” and the like, must be left to the judgment ~~ 
wage. For example, a road that earned nine per of the proper persons and will vary from time tof belie 
cent would, under this plan, get only seven per time. In so far as the Commission properly it- ol 
cent, and a road that formerly earned two per cent terprets these terms it is a good Commission. ing ; 
might still get only three per cent. To make this When it fails properly to define them it is a baigf %™ 
plan anything like workable or effective it should Commission. Public opinion must be relied on to Go 
include some scheme for consolidation of the rail- keep its judgment straight. If it started right, ee 
° . sprig 
roads—a merging of the weak into the strong—but_ with wise and proper instructions from Congress, be o 
it does not. it would be pretty likely to retain a proper cot a 
Besides all this, such plans are fundamentally ception of its function and to exercise it wisely. antee 
wrong because, while they are based on the pre- But the Commission should say, in fixing rates oi 
mise that there must be assurance of hao at a given time, just what rate of return it thinks supp 
return to the railroads and propose a scheme for .J4,,..04. .- : ea: reese 
as -aletiaece aa , sit hh sranorligan adequate at that time—say, for instance, six PH guar 
making rates that will produce such adequate Te- cent on the combined capital account of the roads} direc 
turn, they defeat the very result they are intended ;, the region under consideration. Another yeaf omy 
arhiatrea r ee P T e e 5 : 
to achieve by providing that some of the revenue it might be four per cent or ten per cent. Perhaps f using 
thus produced shall not go to the railroads, but’ ;,cteadq of invested copied accent, te Cee . * 
oS c c ’ 
somewhere else. sion might choose some other basis. But it shoul! nee 
i : ¢ » railwav executive, as presente : ave 
Che pl in of the railw 1y executive, as snag say what both the rate and the basis were. — 
to the Senate committee, calls for a Secretary of We think the plan, thus roughly outlined would the ¢ 
c , . 2 , 
Tranc ro +3 , , ide at rates ¢ : : : : jie ack Me tion t 
Transportation who would decide what rates should give the carriers everything they can properly aff (J, 
be and geen the i beter “el and would give the shipping public every salt Jf the g 
mission. nat plan is no longer favored by all the , : . . -apable, jm Bot F 
stale - P em S oak dale - guard it can properly expect. It puts on a capab Bh any « 
railway executives. ey are badly sphit up. disinterested body of men the duty of making ralt lation 
T ’ ; y = 1 T nec ac . . . . . i . ry} r act 
Now, it would seem that if we wish to present with a given object or policy in view. The om) ee 


something that will accompiish what practically ail (Continued on page 1096) sidera 
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May 24, 1919 


Current Topics 
in Washington 


Turning Them Back.—Although time 
and changed conditions warrant re- 
versals of promises and plans, nobody 
now has any doubt about the return 
of the railroads on the last day of 
this calendar year. The President’s 
declaration of intention to hand the 
rail systems back to their owners is 
accepted at its face value. Should 
there, however, be a great change in 
conditions, no one would expect the 
President to adhere to his program. 
His will to change is just as strong 
as his will not to change. He has 
never shrunk from an about face when he deemed it neces- 
sary, as, for instance, his change on the question of canal 
tolls on account of a menace the nature of whch he has 
never disclosed. In that matter he not only changed his 
own mind, but he persuaded the Congress to do likewise. 
That, however, was in the honeymoon of his administra- 
tion, as Champ Clark said. The Missourian has said the 
honeymoon is over. Congress now might not be as ready 
to change as it was at the time it decided that tolls should 
be imposed on American ships using the canal. Congress 
could make it impossible for the President to hold the 
railroads. The reason for holding them would have to 
be plain and impossible of avoidance to induce the law- 
makers to give the presidential operation of the carriers 
a further trial. There is not a hint of partisan politics 
in the treatment the subject has received thus far. In 
fact, even the most skillful politician would be hard put 
to conjure up a partisan question in connection with any 
phase of the subject. Fundamentally it is a question of 
how much the American people want to pay for railroad 
service. No amount of argument can persuade them, it 
is believed, to think of government operation as being 
anything other than the greatest luxury they ever imposed 
upon themselves. During the war and since they have 
paid more and received less than in any period in their 
history. They are paying more for everything, it is true, 
but they are grumbling about the fact. Congress, they 
believe, can give them relief in the matter of transporta- 
tion cost. No one knows that better than the average 
congressman, hence the possibility of the President bring- 
ing about a change is not admitted, except for the sake 
of talk. 





Government Guarantee.—In Shakespeare’s time there 
was no railroad problem, else he would not have had his 
sprig of Danish royalty observe that the question was to 
be or not to be. Had there been a problem of the kind 
mentioned and a puissant parliament to deal with it, it may 
be insinuated, he would have said the question was to guar- 
antee or not to guarantee. With Senator Cummins of 
lowa advocating a guarantee, it is believed the question 
assumes a weight greater than if it were proposed by 
supposed beneficiaries, or by real or supposed new-thought 
men. The Iowa senator is not talking about the kind of 
guarantee (which it is not) that consists of a legislative 
direction, addressed to an administrative body, to make 
rates, which, in its judgment, will yield such and such a 
tate of return on the capital investment. The Iowan is 
using the word in its strict legal signification. His idea 
is that the government can borrow money cheaper than 
4 corporation and, therefore, it will be unnecessary for 
corporations, operating over government-owned rails, to 
have rates high enough to enable them to borrow the 
money. He does not take into consideration the money 
the government would pay for maintaining the organiza- 
uon that would be necessary for the government to create 
to do the borrowing. His advocacy of a guarantee, it is 
the general thought, gives the scheme a standing it could 


hot possibly have acquired through its indorsement by 


any other man in Congress. Cummins and railroad legis- 
lation are regarded as almost synonymous terms. The 
fact that he approves a thing makes those who know the 
legislation he has written into the books give careful con- 
sideration to his proposals. The same things put forward 
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by any other senator would be laid aside without much 
thought of consideration in the future. But, notwithstand- 
ing the Iowa senator’s weight, there is a decided set against 
any suggestion of governmental partnership in the railroad 
business or any phase of it. The Cummins idea, in form, is 
not a partnership, but there is a feeling among well-in- 
formed men that, if adopted, it would be but a short step to 
the form of government ownership and operation France 
had to accept when it guaranteed the Western Railroad 
of France, because it was not making both ends meet, in 
competition with more favorably placed lines. Time was 
when the Iowa senator seemed to favor government owner- 
ship. No one, however, is willing to even suggest that 
he is seeking, by indirection, to accomplish what could 
not be brought about by direct action. 


A Permit of Convenience and Necessity.—The complaints 
filed with the Commission demanding that trunk lines pay 
allowances to industrial railroads and the effort which 
Chairman Esch of the House committee on interstate and 
foreign commerce is making to have private cars owned 
by shippers impressed with a public interest, so as to 
give the Commission greater control over them, tend to 
raise the question as to whether there should be a statute 
saying under what conditions railroads may be built. As 
the laws now stand, almost anyone able to raise the cap- 
ital may build himself a railroad and demand a sharing 
of joint through rates. Some states make a pretense of 
regulating the establishment of railroads. Generally speak- 
ing, however, the money limitation is the only one. It 
is a recognized principle that a carrier has the legal right 
to furnish all the facilities of transportation required at 
a particular place for a particular kind of traffic. Yet 
any industry may build its plant far from an existing 
railroad, construct several miles of line, buy or hire a 
locomotive, drag its traffic to the existing railroad, and 
demand pay for a service which the existing railroad 
could have performed for itself, if the industry had only 
built its plant near the old tracks. True it is that put- 
ting a limit of the kind suggested on the construction of 
additional mileage would increase the value of lands easily 
reached by short sidetracks from existing rails, but there 
is so much land and so many tracks, the increase in value 
might not overbalance the disadvantages arising from the 
building of many short railroads, each demanding a divi- 
sion of joint through rates. It is not even certain that 
the building of short lines from industries built on cheap 
lands is not of greater benefit than of hindrance to a 
trunk line. Usually a road that originates tonnage is 
hailed as a blessing, although there are trunk lines whose 
treatment of independent branches indicates that the man- 
agers of the former regard the latter as akin to pests, if 
not actually such. 








The High Cost of Cars and Engines.—Chairman Hurley’s 
suggestion, made several months ago, that the Shipping 
Board write off one billion dollars of the cost of ships built 
to meet the submarine menace, has attracted the atten- 
tion of some of those who have been wrestling with the 
question of how to account for the extra cost of the cars 
and enginees ordered by the Railroad Administration in 
the spring of 1918. The cars and engines ordered then 
will cost close to three times what they would have cost 
in pre-war times. The inference to be drawn from what 
the two directors general have said about it is, that they 
think the extra cost should be charged to capital account- 
Shippers have an interest in that proposal. If the war- 
time excess is taken into the capital account, that fact 
would mean that forever and a day shippers would have 
to pay interest on the extra cost of those cars and engines. 
If the extra cost could be written off and paid as a war 
item, the payment of interest on the amount would cease 
when the bonds issued for the extra cost were retired. 
That might be fifty or sixty years. Such writing off, how- 
ever, would establish the principle that costs of that kind 
should be treated as a debt incurred because of something 
like a cyclone or other act of God, and not as an increase 
of the capital devoted to the public service. For capital 
account purposes, no car should ever be treated as a cap- 
ital investment, unless it is an addition to the original 
stock of cars. Additional cost of a particular unit should 
be regarded as an addition to the operating expense, and 
not an addition to capital. In other words, for accounting 
purposes, a forty-foot car is a forty-foot car, regardless: 
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of the cost thereof. If the forty-foot car that, during the 
war, took the place of a bit of equipment just like it, the 
fact that it cost three times as much should not be re- 
garded,. it is suggested, as an additional investment. Un- 
less a rule of that kind is used, there will be a permanent 
inflation of the capital account that will represent nothing 
added to the stock of facilities and equipment. Dollars, 
as dollars, do not serve the shipping public. The cars 
provide the| thing for which the public is paying. If the 
additional cost is added to capital account, the shipping 
public, it is suggested, would be paying annually cost of a 
dead horse. 


When “Furs Is Furs.”—Shippers, it is believed, will say 
amen to the Supreme Court’s affirmation of the New-York 
court’s decision in New York Central vs. Samuel Goldberg. 
The effect of the decision is to make it. incumbent upon 
the servants of a common carrier to pay some attention 
to the marks on the goods themselves, as well as to the 
billing a drayman presents for signature. In this case 
the drayman billed the package as “D G,” the letters be- 
ing taken by the railroad agents as meaning “dry goods.” 
The box was marked “Furs, value $750,” in letters three 
inches long. In effect, the court held that the New York 
Central agreed to transport safely a box containing some- 
thing. The bill of lading said the contents were “D G.” 
The box itself said furs. Nobody took the trouble to find 
out why there was disagreement between the billing ance 
the lettering on the box. Nobody seemed to care. The 
furs were lost. The carrier delivered nothing and under- 
took to excuse its failure to deliver on the ground that 
there was no contract of carriage, because the bill of lading 
had falsely described the contents as being dry goods. 
The courts said otherwise and the carrier will have to 
pay for the furs and near-furs the box contained. Had the 
court found any evidence of an intent to defraud, arising 
in the fact of misdescription, the rule, to be sure, would 
have been entirely different. 


HOW TO AVOID ADVANCE 


The Trafic World Washington Bureau. 


An advance in freight rates sufficient to cover the deficit 
incurred by the government in the operation of the rail- 
roads the first three months in 1919, and to pay the rent 
the government is obligated to pay, can be avoided if 
from April 1 to December 31, 1919, the volume of business 
is great enough to assure Director-General Hines a 
monthly operating income of $98,600,000. The admitted 
deficit of $226,000,000 incurred in 1918 can be wiped out 
without an increase in freight rates, if Congress will in- 
crease the revolving fund of $750,000,000, proposed in Janu- 
ary, 1919, to $1,000,000,000. A revolving fund of that size 
would give the Director-General a few millions of loose 
change with which to begin the new fiscal year July 1, 
next. 

The rent the government has engaged itself to pay to 
the class I, II and III roads, in round figures, amounts to 
$928,000,000. The rent promised to class I roads amounts 
to between $903,000,000 and $904,000,000. It is possible 
that the amount of rent paid will be considerably more 
than the sums mentioned. It is also possible that it will 
be smaller. The compensation contracts already made 
are not sufficient in number to permit an estimate as to 
how much over or under the sums mentioned the rent 
actually paid will be. 

As to the possibility of Director-General Hines being 
offered tonnage enough the last nine months of the cur- 
rent year, any man’s: guess is as good as that of his neigh- 
bor. In 1916, the boom year, the railroads averaged a 
net income of almost exactly $90,000,000 a month. In the 
first three months of this year, they earned for the govern- 
ment a net operating income, in round figures, of only 
$40,000,000, or a little more than $12,000,000 a month. 
Inasmuch as the rent will be approximately $928,000,000 
and the railroads, in the first three months of the year, 
earned $40,000,000, the remaining nine months must pro- 
duce $888,000,000, or an average of $98,600,000 a month. 

A revolving fund of $1,000,000,000 will not much more 
than cover the deficit for 1918 and the deficit for the first 
three months of 1919, and give the Director-General the 
funds to carry out the project he has in mind, the cost of 
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which is to be charged, in the first instance, to capita 
account. 


At the beginning of the year, the Director-General] egjj. 
mated that he needed $750,000,000. The items in tha 
estimate were $381,000,000 of unpaid rent due for 19], 
and $369,000,000 for improvements chargeable to capita) 
account. Inasmuch as the railroad operations, in the firs; 
three months of this year, left a margin of about $200,099. 
000 between what they earned and what the governmen 
had agreed to pay as rent, the need for a revolving fun 
of $1,000,000,000, it is believed, is obvious. 


No well-informed shipper believes the net earnings 9 
the railroads, the last nine months of the current year, 
will approximate anything near $98,600,000 a month 
Therefore they are expecting notice of increases in rates 
at any time. Senator Cummins, of Iowa, who has always 
been regarded by the shippers as being on their side 
favors the granting of a revolving fund of $1,000,000,009, 
It is the impression that when it becomes obvious that this 
sum is not sufficient, Senator Cummins will assent to an 
increase of the appropriation to $1,250,000,000, rather than 
have another general advance in rates or a reduction jn 
wages. Clifford Thorne, during the arguments as to what 
the Commission would have to do to make the Director 
General a defendant in cases before it, advocated ap. 
propriations from the Treasury to meet the increased ey. 
penses of railroad operation, rather than further advances 
in rates. He said that the greater expense of operating 
the railroads was properly attributable to the war, which, 
he submitted, was an enterprise in which all the people 
of the United States were engaged, and in the cost of 
which all should participate. He was then speaking for 
associations of oil refiners and organizations of farmers’ 
co-operative elevator companies. They constitute two 
classes of shippers which cannot pass on an increased 
freight rate to the consumer. The farmer’s wheat is sold 
f. o. b. destination, and all except one class of oil shippers 
must do business on the same basis. They are the classes 
of shippers that have been very active before the Con 
gressional committees in opposition to a continuance of the 
government as an operator of the railroads. They have 
had to pay the increased cost. Therefore, their views, it 
is believed, will have considerable weight at the Capitol. 


ILLINOIS CLASSIFICATION BEFORE 
COMMISSION 


The Trafic Worid Washington Bureau. 


The Commission has ordered an investigation of the 
situation in the middle West produced by the Illinois Clas 
sification. This inquiry is the result of the Railroad Ad- 
ministration’s effort to deal with that situation. The ad 
ministration came to the conclusion the subject was to0 
big for it to handle, wherefore it asked the Commission 
to take up the matter. 

Indiana made formal protest against what it called 
the maladjustment and also asked for the action that has 
been ordered. The Commission has formally served n0- 
tice of its investigation on both Indiana and Illinois and 
served the commissions of other states with its notice t0 
the end that if they are so advised they will be repre 
sented at hearings. That action was taken because Illinois 
Classification territory is important as a territory of origi 
and destination for traffic in which they are vitally it 
terested. 


CAR SHORTAGE AND SURPLUS 
The Trafic World Washington Buresi. 


The Railroad Administration on May 17 resumed, after 
nearly a year’s abstinence, the publication of figures show 
ing car supply. On that day it put out a table showilg 
a surplus of cars as of May 1 of 168,887 and a total 0 
shortages of 2,209, the two making a net surplus of 166, 
678, the largest ever known in the history of the count! 
Intensive loading and recession in the volume of tonnage 
account for the surplus, because the additions to the stock 
of equipment have not been large enough to help in the 


creation of a surplus. 
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rnmen | SOUTH ST. JOSEPH LIVE STOCK EXCHANGE VS. complaints on the ground of ‘insufficiency of parties de- 
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Tes ing one-car shipments of live stock from points on the is warranted by the facts of record. 
tion in Chicago, Burlington & Quincy R. R. in Nebraska to the F . 2 
to what market at Omaha, Neb., and refusing to give such trans- Subsequently to the hearing, viz., June 25, 1918, in the 


portation to caretakers of like shipments to St. Joseph and 
Kansas City found to be unduly preferential of the market 
at Omaha and unduly prejudicial to the markets at St. 
Joseph and Kansas City. 

The rates for the transportation of live stock from Nebraska 
stations on the Chicago, Burlington & Quincy R. R. to St. 
— and Kansas City, Mo., not shown to be unreason- 
able. 

. The rates for the transportation of live stock to St. Joseph 
and Kansas City from Nebraska stations on the line of the 


exercise of power conferred upon the President by the 
federal control act approved March 21, 1918, all the live 
stock rates from Nebraska points to Omaha, Kansas City 
and St. Joseph were increased by the Director-General 
of Railroads by 25 per cent, but not to exceed a maximum 
increase of 7 cents per 100 pounds, and, later, supple- 
mental complaints were filed by the respective complain- 
ants naming the Director-General as a party defendant. 
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cost of Chicago, Burlington & Quincy R. R. west of Kearney, Neb., : 
‘ing for and south of the Platte River not found to be unjustly Answers have been filed to the supplemental complaints, 
armers’ prejudicial as compared with the rates contemporaneously but further hearing is waived by all parties. Except when 


maintained by that carrier from the same points to Omaha. 

5. The rates for the transportation of live stock to St. Joseph 
and Kansas City from Nebraska stations west of Aurora on 
the line of the Chicago, Burlington & Quincy R. R., extend- 
ing through Aurora, Broken Bow and Alliance, Neb., and 
points on its Ericson, Burwell and Sargent branches found 
to be unjustly prejudicial as compared with the rates con- 
temporaneously maintained by that carrier from the same 
points to Omaha. 

. The service given to shipments of live stock from points on 
the Chicago, Burlington & Quincy R. R. in Nebraska north 
and west of Lincoln, Neb., to Kansas City, and from points 
north and west of Grand Island, Neb., and points north of 
Central City, Neb., to St. Joseph, not shown to be inade- 
quate or to result in undue discrimination against St. Joseph 
or Kansas City. 

7. The request of St. Joseph to have through rates on live 
stock from Nebraska points to Chicago made applicable via 
St. Joseph and the request of Kansas City to have through 
rates to both St. Louis and Chicago applicable via Kansas 
City not justified. 


otherwise indicated, rates referred to herein are those 


ae in effect immediately prior to June 25, 1918. 
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Rates 


The originating territory referred to in complainants’ 
testimony embraces the line of the Burlington Railroad 
running northwest from Lincoln through Aurora, Broken 
Bow and Alliance, all stations on the Burlington south 
of the Platte River and west of Kearney and a branch 
of the same railroad extending northwest from Aurora 
82 miles to Erickson, Neb., with two spurs, one extending 
westerly from Palmer to Sargent, Neb., a distance of 73 
miles, and the other almost parallel to the Sargent branch, 
extending westerly from Greely Center 40 miles to Bur- 
well, Neb. From this territory the rates to Kansas City 
and St. Joseph are the same, although the distances to 
Kansas City are greater than to St. Joseph. Lincoln is 
the gateway through which nearly all of this traffic flows. 
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Division 2, Commissioners Meyer, Daniels and Woolley. 


of the These two complaints are related, were heard together, [It is 55 miles from Lincoln to Omaha, 146 miles to St. 
is Clas Hand will be disposed of in one report. The first com- Joseph, and 210 miles to Kansas City. Since St. Joseph 
oad Ad Dlaint, No. 9758, was filed June 18, 1917, by the South and Kansas City are grouped together and given a parity 
The ad St. Joseph Live Stock Exchange, a corporation of Mis- of rates on live stock, which appears to meet with the 
was too @ Sourl, whose members are engaged in the sale of live approval of both complainants, it is fair to take the av- 


stock at the yards of the St. Joseph Stock Yarks Com- 
pany. The second complaint, No. 9928, was filed Oct. 
30, 1917, by the Kansas City Live Stock Exchange, an 
association of firms, individuals and corporations engaged 
in the live stock commission business at Kansas City, 
Mo. The gravamen of these complaints is that the rates 
for the transportation of live stock from points on the 
Chicago, Burlington & Quincy Railroad, hereinafter called 
the Burlington, in Nebraska north and west of Lincoln, 
and points south of the Platte River and west of Kearney, 
Neb. to St. Joseph and Kansas City are unreasonable and 
unduly discriminatory as compared with the rates to 
Omaha; that the service given on shipments of live stock 
from a part of the territory described to Kansas City and 
1S St. Joseph is inadequate for the requirements of shippers 
. and inferior to that given to Omaha; that free return 
Wansportation is given to caretakers accompanying one- 
car shipments of live stock to Omaha and not to care- 
takers accompanying such shipments to St. Joseph or 
Kansas City; that the through rates on live stock to Chi- 


mission erage distance to these two markets as a guide in deter- 
mining whether or not they are now suffering any undue 
disadvantage in their rates. The average distance to 
these two points from the entire territory of origin de- 
scribed is approximately 122 miles farther than to Omaha. 
The rates on cattle appear to be fairly representative of 
the rates on live stork and the foilowing-named points 
are also fairly representative of the shipping points in the 
territory affected. 

Below are shown the average distances from these points 
to Kansas City and St. Joseph, the distance to Omaha, and 
the rates in cents per 100 pounds applicable on shipments 
of cattle in carloads: 
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To Kansas City and 
To Omaha. St. Joseph. 

Distance, Rate, Distance, Rate, 
miles. cents. cents. 
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Ericson 
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county. @Ments reforwarded from Kansas City or St. Joseph must Hyannis ‘. 4 28. 
tonnagst @Move on combination rates considerably higher than nce dl 33°38 ove 
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» in the The Nebraska State Railway Commission and the South The present live stock rates to Omaha from all points 


Omaha Live Stock Exchange filed petitions of intervention in Nebraska are the result of an act of the legislature of 


1080 


Nebraska, approved in 1907, by which the carriers were 
required to reduce all their live stock rates in that state 
by 15 per cent. Prior to this action the rate to Omaha 
from Burwell, Sargent and Broken Bow was 18 cents for 
distances of from 231 to 241 miles as compared with the 
rate of 19 cents from Aurora to Kansas City and St. Jo- 
seph for an average distance of 251 miles. The rate from 
Thedford to Omaha was 20.5 cents for a distance of 293 
miles as compared with the rate of 20.5 cents from Ravenna 
to Kansas City and St. Joseph for an average distance of 
301 miles. The ‘rate from Hyannis to Omaha was 24 cents 
for a distance of 357 miles as compared with the rate of 
25 cents from Burwell to Kansas City and St. Joseph for 
an average distance of 356 miles. The rate from Alliance 
to Omaha was 27 cents for 416 miles as compared with 
the rate of 25.5 cents from Thedford to Kansas City and 
St. Joseph for a distance of 416 miles. It is very clear 
that the present rates to Kansas City and St. Joseph from 
these stations are out of proportion to the rates to Omaha 
if distance alone is to be considered. The following table 
shows the average rates on cattle to Omaha and to the 
complaining cities from all stations in Nebraska on the 
Burlington railroad more than 200 and less than 500 miles 
from these markets. The stations are divided into groups 
both as to Omaha and as to the two Missouri cities and 
the number of stations in the respective groups are shown 
in connection with the average rate therefrom. 
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This table embraces all stations within the state of 
Nebraska from 200 to 500 miles from these markets, while 
the complaints are not directed against all these rates, but 
only against the rates from certain stations, more particu- 
larly those northwest of Lincoln. Comparing this table 
with the preceding, it is evident that the rates to Kansas 
City and St. Joseph from Aurora, Palmer, Ravenna, Gree- 
ley Center, Ericson, Burwell, Sargent and Broken Bow are 
somewhat higher than the average rates from points on 
the Burlington in Nebraska for like distances, while the 
rates from these stations to Omaha compare very closely 
with the average rates to that city for like distances. 

The following table gives a comparison between the 
present average rates on cattle to Kansas City and St. 
Joseph from points on the Burlington in Nebraska for dis- 
tances from 200 to 500 miles with rates established by the 
Commission in Central Freight Association territory in 
Eastern Live Stock Case, 36 I. C. C., 675, between Texas 
and Oklahoma in Investigation of Alleged Unreasonable 
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Rates on Meats, 22 I. C. C., 160, and between Shrevepor 
and Texas in Shreveport-Texas Cattle, Lignite, Wood anq 
Tanbark, 48 I. C. C., 283: 
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Kansas Increased 
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In connection with the scale prescribed by the Commis. 
sion for application in Central Freight Association teryi- 
tory in Eastern Live-Stock Case, supra, which was subse. 
quently increased by 15 per cent by our authority, atten. 
tion is called by the defendants to the fact that the traffic 
density on the lines over which this scale applied is very 
greatly in excess of that of the Burlington Railroad in 
Nebraska. The complainants urge that the amount of live 
stock carried per mile of. railroad and not the total traffic 
should be the guide to a proper comparison of rates in the 
two sections of country. 

It is shown of record here that the average density of 
traffic on the Central Freight Association lines in 1916 was 
a little more than four times as great as that on the 
Burlington in Nebraska, but the amount of live stock car. 
ried per mile of road is not shown. There is very little 
evidence in the record respecting the rates from points 
west of Kearney and south of the Platte River. The prin- 
cipal testimony was directed against the rates from points 
on the main line running through Alliance and points on 
the Ericson, Sargent, and Burwell branches. It is clear 
that the rates to Kansas City and St. Joseph from points 
on these branches are quite materially higher than the 
average rates to these cities from points on the Burlington 
in Nebraska for like distances. They are higher than 
rates prescribed by us in Shreveport-Texas Cattle, Lignite, 
Wood, and Tanbark, supra, for application between Shreve- 
port and Texas. They are also considerably out of pro- 
portion to the rates applied from the same points to 
Omaha. The rates from the points on the main line 
through Alliance are somewhat higher, distance considered, 
than the rates to Omaha, but the disparity is not so great 
as in the case of rates from points on the Ericson, Bur 
well, and Sargent branches. The evidence shows that the 
majority of the live stock from points on these branch 
lines and points on the main line through Alliance ordi- 
narily is marketed at Omaha. It is not clear, however, 
whether this is due altogether to the more favorable rates 
or to other conditions. That is one of the things that cal 
not be demonstrated. It is shown that the rate adjustment 
from these portions of the Burlington is more favorable 
to Omaha than to the other two markets and that the 
market at Omaha attracts the majority of the stock. Much 
of the testimony of the defendant was devoted to a defense 
of the general live stock rates on the Burlington in the 
state of Nebraska and to a showing of their reasonableness 
as compared with rates for the transportation of live stock 
in Central Freight Association territory, between Texas 
and Oklahoma and between Shreveport and Texas. The 
effect of this testimony is shown by the tables of rates 
we have hereinbefore given. The testimony of the Ne 
braska State Railway Commission was also to the same 
effect. Little testimony was offered by any party respect 
ing particular conditions on these branch and spur lines. 


Service. 


The service complainel of is with respect to shipments 
moving to Kansas City from points on defendant’s line 2 
Nebraska north and west of Lincoln and to St. Joseph from 
points north and west of Grand Island and from points 
north of Central City. The main objection to the service 
to Kansas City and St. Joseph is that as the transportatim 
is performed it is necessary to unload the live stock for 
feed, water, and rest at Lincoln. This results in dissatl* 
faction by the shippers on account of the additional eX 
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pense involved and the consequent shrinkage in weight of 
the animals so delayed. They ask that a special train 
be run regularly from this territory to Kansas City and 
St. Joseph once or twice a week that will bring this stock 
to these markets without stopping for feed, water, and 
rest at Lincoln. The carriers assert that it is impracticable 
and uneconomical from the standpoint of transportation 
to do this. They assert that the amount of stock that 
would be offered for shipment from this section of the 
Burlington to these two markets is not sufficient to war- 
rant the running of regular stock specials even once a 
week. As the business is conducted, the stock trains from 
this section of the road carry stock for Omaha, Kansas 
City and St. Joseph and leave the western part of the 
state early in the morning, picking up stock at the various 
stations and junction points en route, arriving in Lincoln 
late in the evening. There the stock for Kansas City and 
St. Joseph is cut out and unloaded, while that for Omaha 
is carried forward in time for the market the following 
morning. From April 5, 1915, to June 19, 1916, the special 
service asked by these complainants was afforded by the 
Burlington once a week. During the period 57 trains were 
run and a complete record of the loads of 49 of these trains 
shows a total of 28 loads for Kansas City and 219 for St. 
Joseph, or an average of 5 carloads per train for both 
markets. The carriers urge that we have no jurisdiction 
to require them to put on an additional train service and 
further urge that the particular service sought is not 
warranted in any event by the likelihood of traffic that 
would result. 


Through Rates to St. Louis and Chicago via St. Joseph 
and Kansas City. 


St. Joseph asked to have the rates on live stock to Chi- 
cago apply via St. Joseph. The rates from a very large 
portion of Nebraska to St. Louis now do apply via St. 
Joseph. Kansas City asked to have through rates to both 
St. Louis and Chicago apply via Kansas City. It is alleged 
that the application of the through rates to St. Louis and 
Chicago via Omaha enables shippers to those markets to 
try the market at Omaha and, if a satisfactory sale is not 
had, to forward the shipments to the more easterly mar- 
kets on the balance of the through rate, while this trying 
of the market at St. Joseph is not permitted on shipments 
to Chicago and is not permitted at Kansas City on ship- 
ments to either St. Louis or Chicago. Some of the ship- 
pers called upon to express an opinion as to the value to 
them of such routing arrangements as were sought seemed 
to believe that such arrangements would be of little value. 
On the other hand, the carrier showed that the direct route 
to Chicago from Lincoln, for example, is 535 miles as com- 
pared with the distance via Omaha of 550 miles, via St. 
Joseph of 615 miles, and via Kansas City of 698 miles. The 
route via Omaha is 15 miles, via St. Joseph 80 miles, via 
Kansas City 163 miles longer than the direct route. From 
most of the territory on the Burlington in Nebraska that 
road permits routing of live stock to Chicago via Omaha 
and does not permit such routing via St. Joseph or Kansas 
City.’ Omaha is the eastern terminus of the Union Pacific 
Railroad. There it turns over its traffic to its eastern 
connections. The Burlington is in direct competition with 
the Union Pacific through considerable territory in Ne- 
braska. Naturally the Union Pacific routes its live stock 
shipments for Chicago via Omaha and the Burlington as- 
serts that by permitting the 15 miles of out-of-line move- 
ment necessary to allow routing via Omaha it is but meet- 
ing the competition of the Union Pacific and that so doing 
creates no obligation on its part to permit the routing 
desired via St. Joseph or Kansas City. St. Joseph is on 
the direct route of the Burlington from most of the sta- 
tions on that road in Nebraska to St. Louis; Omaha and 
Kansas City are not. The through rates to St. Louis apply 
via St. Joseph and do not apply via Kansas City or Omaha 
except that from a small portion of the Burlington system 
north and west of Omaha the through rates to St. Louis are 
applicable via Omaha. The application of through rates 
from this territory to St. Louis via Omaha permits an out- 
of-line movement of 14.6 miles. To grant the request of 
Kansas City for the through rates sought via Kansas City 
to Louis would involve an out-of-line movement of 82.8 
niles. 


Transportation of Caretakers 


Free return transportation is given to caretakers accoin- 
panying single-car shipments of live stock from points in 
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Nebraska to Omaha by a requirement of the legislature of 
Nebraska passed in 1915, while such return transportation 
is not given caretakers accompanying such shipments to 
St. Joseph or Kansas City. 

The complainants assert that the rule in Nebraska is a 
reasonable one and should be applied as to interstate 
shipments; that the giving of this return transportation to 
caretakers of shipments to Omaha and not to the Missouri 
cities has a tendency to unduly attract shipments to the 
market at Omaha and to divert such shipments from the 
other two markets. 

The value of this service inuring to the advantage of 
the Omaha market and to the disadvantage of the Mis- 
souri cities’ markets is material as appears from an ex- 
hibit filed by the representative of the Nebraska State Rail- 
road Commission. This exhibit shows that in the calendar 
year of 1916 there were 5,637 single-car shipments of live 
stock to Omaha, which shipments represented an average | 
haul of approximately 195 miles, and a total car-mile move- 
ment of 1,098,539 miles. Deducting therefrom 19 shipmenis 
consisting of horses on which free return transportation is 
given to caretakers, both upon intrastate and interstate 
traffic, the value of the return transportation given to the 
caretakers at the prevailing fare for intrastate passenger 
transportation in Nebraska, 2 cents per mile, was $21,- 
896.68, while if the interstate fare of 2.4 cents per mile had 
been applicable, it would have been $26,276.01, and at the 
fare of 3 cents per mile, applicable since June 25, 1918, 
both interstate and intrastate in Nebraska, it would amount 
to $32,843.02. 


The total movement of cattle, hogs and sheep from Ne- 
braska points to the Omaha market for the year 1916 was 
16,381 cars, embracing a total car-mile movement of 3,275,- 
302 car-miles. Return transportation was given in con- 
nection with the movement of 5,618 cars, or approximately 
one-third of such cars. The effect of this practice on the 
car-mile revenue of the carriers is shown by the follow- 
ing example: 

Taking the rate on cattle from Burwell as an illustra- 
tion, the rate to Omaha was 15.3.cents, the distance 233 
miles, the carload minimum 22,000 pounds, the car-mile rev- 
enue 14.45 cents. From the same point to St. Joseph or 
Kansas City the rate was 25 cents, the average distance 
356 miles, the car-mile revenue 15.45 cents. In addition 
the caretaker must pay his own return transportation of 
2.4 cents per mile. The situation, therefore, is this, taking 
into account the whole transportation from the shipment cf 
the stock to the return of the caretaker: The carrier actu- 
ally received and the shipper paid 14.45 cents per car-mile 
for the 233-mile haul to Omaha and 17.85 cents per car-mile 
for the longer haul of 356 miles to the Kansas City or St. 
Joseph markets. There was very little serious attempt 
made to justify the reasonableness and _ propriety 
of the rule applied in Nebraska or to show that 
such rules should be applied to the interstate ship- 
ments and no attempt was made to show that any 
different rule should be applied as to return transporta- 
tion of caretakers from one market than from another. 


The rates effective June 25, 1918, have usually accentu- 
ated and increased whatever disparities and discrimina- 
tions heretofore existed in these live stock rates. For 
example, the rate from Burwell to these markets which 
at the time of the hearing was 15.3 cents to Omaha and 
25 cents to St. Joseph and Kansas City is now 19 cents 
to Omaha and 31.5 cents to the Missouri cities. The dif- 
ference then existing was 9.7 cents; it is now 12.5 cents. 
The car-mile rate to Omaha from Burwell is 17.9 cents, 
to St. Joseph and Kansas City it is 19.46 cents. Free 
return transportation is given to caretakers of one-car 
shipments to Omaha and not given to caretakers of such 
shipments to Kansas City and St. Joseph. This is equiva- 
lent to a further charge of 3 cents per car-mile, or a total 
charge of 22.46 cents per car-mile for the haul of 356 
miles to Kansas City and St. Joseph as compared with the 
car-mile rate of 17.9 cents on shipments to Omaha. 


Suggested Conclusions. 


1. The interstate rule governing free return transporta- 
tion to caretakers accompanying shipments of live stock 
from points in Nebraska on the Chicago, Burlington & 
Quincy Railroad to the markets at St. Joseph and Kansas 
City, Mo., not shown to be unreasonable. 

2. Giving free return transportation to caretakers ac- 
companying one-car shipments of live stock from _ points 
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on the Chicago, Burlington & Quincy Railroad in Nebraska 
to the markets at Omaha, Neb., and refusing to give such 
transportation to caretakers of like shipments to St. Joseph 
and Kansas City found to be unduly preferential of the 
market at Omaha and unjustly prejudicial to the markets 
at St. Joseph and Kansas City. 

3. The rates for the transportation of live stock from 
Nebraska stations on the Chicago, Burlington & Quincy 
Railroad to St. Joseph and Kansas City, Mo., not shown 
to be unreasonable. 

4. The rates for the transportation of live stock to St. 
Joseph and Kansas City from Nebraska stations on the 
line of the Chicago, Burlington & Quincy Railroad west 
of Kearney, Neb., and south of the Platte River not found 
to be unjustly prejudicial as compared with the rates con- 
temporaneously maintained by that carrier from the same 
points to Omaha. 

5. The rates for the transportation of live stock to St. 
Joseph and Kansas City from Nebraska stations west of 
Aurora on the line of the Chicago, Burlington & Quincy 
Railroad extending through Aurora, Broken Bow and AIl- 
liance, Neb., and points on its Ericson, Burwell, and Sar- 
gent branches found to be unjustly prejudicial as com- 
pared with the rates contemporaneously maintained by 
that carrier from the same points to Omaha, in so far as 
they exceed the rates to Omaha by more than 5-cents per 
100 pounds on cattle and on sheep in double-deck cars; 
6 cents on hogs or sheep in single-deck cars. 

6. The service given to shipments of live stock from 
points on the Chicago, Burlington & Quincy Railroad in 
Nebraska north and west of Lincoln, Neb., to Kansas City 
from points north and west of Grand Island, Neb., and 
points north of Central City, Neb., to St. Joseph, not shown 
to be inadequate or to result in undue discrimination 
against St. Joseph or Kansas City. 

7. The request of St. Joseph to have through rates on 
live stock from Nebraska points to Chicago made applica- 
ble via St. Joseph and the request of Kansas City to have 
through rates to both St. Louis and Chicago applicable 
via Kansas City not justified. 

WOOLLEY, Commissioner: 

The foregoing report and suggested findings, with some 
minor corrections, were prepared by the examiner who 
heard the evidence in these cases. ‘No exceptions to this 
report were filed by the complainants or by the defendants. 
Exceptions were, however, filed by the Nebraska State 
Railway Commission to the following proposed findings 
of the examiner: 


(2) Giving free return transportation to caretakers accom- 
panying one-car shipments of live stock from points on the 
Chicago, Burlington & Quincy R. R. in Nebraska to the market 
at Omaha, Neb., and refusing to give such transportation to 
caretakers of like shipments to St. Joseph and Kansas City 
found to be unduly preferential of the market at Omaha and 
unjustly prejudicial to the markets at St. Joseph and Kansas 
City. 

(5) The rates for the transportation of live stock to St. 
Joseph and Kansas City from Nebraska stations west of Aurora 
on the line of the Chicago, Burlington & Quincy R. R. extend- 
ing through Aurora, Broken Bow and Alliance, Neb., and points 
on its Ericson, Burwell and Sargent branches found to be 
unjustly prejudicial as compared with the rates contempo- 
raneously maintained by that carrier from the same points to 
Omaha, in so far as they exceed the rates to Omaha by more 
than 5 cents per 100 pounds on cattle and on sheep in double- 
deck cars, 6 cents on hogs or sheep in single-deck cars. 


To these findings the interveners except upon the fol- 
lowing grounds: 

(1) Because the average revenue to the defendant com- 
pany per ton-mile and per loaded car-mile on shipments 
of live stock to Omaha from all points in the state of 
Nebraska is alleged to be higher than to Kansas City and 
St. Joseph. 

(2) That an order entered against this defendant in 
regard to the rates on shipments of live stock and the 
rule regarding transportation of caretakers, as suggested 
by these findings, will create discrimination between ship- 
pers of live stock to Omaha located at stations on the line 
of the defendant and shippers iocated at stations served 
by other railroads. 

(3) That the example used in the proposed report to 
show the effect of the one-car rule on shipments of live 
stock from Burwell to Omaha as compared with St. Jo- 
seph and Kansas City is not fairly representative of the 
actual results of the rule when applied to all Nebraska 
stations. 
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(4) That the cost tg the defendant company of han- 
dling live stock to the South Omaha market and the re. 
turn passenger transportation is less than the cost of 
transporting live stock to the Kansas City and St. Joseph 
markets. 

(5) That the record does not show that shipments of 
live stock move to the South Omaha market in preference 
to the St. Joseph and Kansas City markets on account of 
the one-car-return-transportation rule applying on Nebraska 
intrastate traffic. 

The first objection is inapplicable for the reason that 
this complaint is not directed against the rates to these 
markets from all Nebraska stations. The complaint is 
limited to the rates from certain Nebraska stations and 
the proposed finding is still further limited. 

Second. It is not apparent that a compliance with these 
findings will result in undue prejudice to shippers of live 
stock from Nebraska stations to Omaha. 

Third. The criticism of the example used to show the 
effect of the one-car rule on shipments from Burwell to 
the different markets is without merit. The illustration 
would be just as forceful had Ericson or Sargent been 
chosen instead of Burwell. 

Fourth. There is nothing shown in this record except 
opinion testimony in regard to the cost of handling live 
stock to South Omaha as compared with the cost of han- 
dling to the Kansas City and St. Joseph markets. Such 
opinions as were expressed would indicate a probability 
of a somewhat higher cost per car to the Missouri markets 
than to Omaha, but would not indicate that this difference 
in cost, if it exists, is measurable. 

Fifth. It is true that no witness testified in this case 
that on acconut of the differing caretaker rules he had 
made one-car shipments to Omaha which he would have 
made to Kansas City or St. Joseph had similar caretaker 
rules been in effect. The great advantage, however, of the 
Omaha market in the application of this rule is clearly 
apparent. For example, at the time of the hearing the 
rate from Alliance to Omaha was 22.95 cents, the distance 
416 miles, the per-car earnings on a shipment of cattle to 
Omaha weighing 22,000 pounds would be $50.49. The re- 
turn transportation given to the caretaker was then worth 
$8.32. At the present rate of 3 cents per mile it is worth 
$12.48. The total outlay of the shipper from Alliance to 
Omaha for the transportation of his shipment to. market 
and the caretaker home is $50.49. Thedford is at an 
average distance of 416 miles from Kansas City and St. 
Joseph. The rate is 25.5 cents. The per-car charge for 
the transportation of a shipment of 22,000 nounds from 
Thedford to Kansas City or St. Joseph was $56.10. The 
return transportation of the caretaker was $9.98, making 
a total cost for the transportation of this shipment to 
Kansas City or St. Joseph and the return of the caretaker 
of $66.08, as compared with the charge of $50.49 from 
Alliance to Omaha for a corresponding distance. Under 
the present rates it costs approximately $19 more to trans- 
port a single-car shipment of cattle from Thedford to 
Kansas City or St. Joseph and return the caretaker to 
his home than to transport a similar shipment from Alli- 
ance to Omaha. 

We cannot escape the conviction that the maintenance 
of this caretaker rule on shipments of live stock from 
Nebraska points to Omaha and the maintenance of the 
present interstate rule in regard to such shipments to 
Kansas City and St. Joseph has the effect of undue prefer- 
ence to the market at Omaha and brings about an undue 
prejudice against the markets at the two Missouri cities. 

The differences between the rates from points on the 
Burlington west of Aurora and on its Sargent, Burwell 
and Ericson branches to Omaha, as compared with Kan- 
sas City and St. Joseph, are clearly out of proportion to 
the differences in distance to the respective markets. Such 
differences we find result in undue preference to the Omaha 
market and undue prejudice against Kansas City and St. 
Joseph. The findings of the proposed report are sustained 
by the record in the case; they are adopted as the report 
and findings of the Commission; and an appropriate order 
will be entered. 


RATES ON POTATOES 


The Commission, in No. 9574, Commercial Club of Gree- 
ley (Colo.) et al. vs. Colorado & Southern Railway Com- 
pany et al., opinion No. 5697, 53 I. C. C., 66-78, holds that 
carload rates on potatoes from Greeley to points in New 
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Mexico, Texas, Oklahoma, Kansas, Nebraska, Missouri, 
Arkansas, Louisiana, Tennessee, Mississippi, Alabama, 
Georgia and Florida in effect prior to federal control were 
not unreasonable in themselves or unduly prejudicial in 
comparison with rates from producing territories in Min- 
nesota, Wisconsin, Idaho, or California, to the same des- 
tinations, except that rates to points in New Mexico which 
were in excess of class C rates are found unreasonable to 
that extent. 

The rates involved were attacked by various shippers 
of Colorado and the Public Utilities Commission of the 
state of Idaho, the Northern Potato Traffic Association and 
the California Wholesale Potato Dealers’ Association inter- 
yened. 

The contentions of the complainants were: (1) The 
rates from Greeley to points in Oklahoma and northern 
Texas should not yield more per ton-mile than do the 
rates to Southern Kansas—about 10.4 mills; (2) the rates 
to points in Texas common point territory south of the 
Fort Worth-Dallas group should not exceed 50 cents; (3) 
the rates to Amarillo and points north should not exceed 
40 cents; (4) rates to New Mexico should be on the same 
pasis relatively as to Texas; (5) rates to St. Louis and 
to Memphis should not exceed 38 cents and 45 cents, re- 
spectively, with a grading up from 28 cents at Kansas 
City and 38 cents at Fort Smith, across the states of Mis- 
souri and Arkansas; (6) rates to points in the southeast 
should not exceed those in effect for similar distances in 
territory west of the Mississippi. 

The rate on potatoes, in carloads, per hundred pounds, 
from Greeley, in effect prior to June 25, 1918, to points 
in the north Texas group, was 54 cents; to other Texas 
common point territory, 58 cents; to points in Oklahoma, 
from 45 to 50 cents; to points in Arkansas, 50 to 58 cents; 
to points in Missouri, 35 to 40 cents; to Kansas-Nebraska 
points, 35 cents; to Louisiana points, 58 cents; to New 
Mexico points, 35 to 70 cents; to points east of Mississippi 
River in Tennessee, Mississippi, Alabama and Georgia, 50 
to 90 cents. 

The Commission orders that on or before Aug. 22, 1919, 
the defendants cease and desist from collecting rates from 
Greeley to points in New Mexico which exceed class C 
rates contemporaneously maintained by them from Gree- 
ley to the same points of destination and to establish rates 
which shall not exceed the class C rates. 


RATES ON PETROLEUM 


The Commission has dismissed the complaint in No. 
10042, Consolidated Oil Refining Company vs. Kansas City 
Southern Railway Company et al., Opinion No. 5701, 53 
1. ¢. C., 96-9, holding that rates on shipments of crude 
petroleum, in tank cars, during 1916, from Shreveport, 
Crichton and Lenzburg, La., to East St. Louis, Ill., and 
present increased rates from and to the same points were 
and are not unreasonable. 

A rate of 22 cents per 100 pounds charged on various 
shipments of crude petroleum in 1916 from Shreveport and 
Crichton to East St. Louis was alleged by the complainant 
to have been unreasonable and duly prejudicial to the ex- 
tent that it exceeded a rate of 17 cents subsequently 


established from Shreveport by certain routes, and that - 


it was as high as that applied to refined products. The 
rate of 22 cents from Lenzburg was similarly assailed, 
but no shipments were shown to have moved therefrom. 
Since the hearing the rates were increased 4.5 cents by 
order of the Director-General of Railroads. 


The Commission says that the difference between the 
22-cent rate from Crichton and Lenzburg and the sub- 
sequent 17-cent rate from Shreveport would,appear to be 
too great for the relatively short additional haul and that 
crude petroleum might properly take a lower rate than 
that which should apply to refined oils, but that weighing 
all the circumstances and conditions attending the trans- 
portation, the tests exhibited of record do not suffice to 
condemn as unreasonable the 22-cent rate as applied from 
Shreveport by the different routes. With obviously less 
force, the Commission says, would they impeach that rate 
from Crichton or Lenzburg. 

The Commission held that as far as the present rates are 
concerned the certificate of the Director-General that in- 
Creascd revenues were necessary stands uncontroverted 
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CHARGES ON CEMENT 


An order of reparation has been made by the Commis- 
sion in No. 10135, Ash Grove Lime & Portland Cement 
Company vs. Atchison, Topeka & Santa Fe Railway Com- 
pany et al., Opinion No. 5699, 53 I. C. C., 81-4, charges on 
fourteen carloads of cement, in sacks, from Chanute and 
Independence, Kan., to Shamrock, Okla., found to have 
been unreasonable and unduly prejudicial. 

The Western States Portland Cement Company inter- 
vened and complainants asked reparation measured by the 
difference between the rates charged on the shipments 
and a rate of 20 cents per 100 pounds. Charges on the 
shipments were collected on the basis of a combination 
rate of 27 cents, these shipments moving over the Santa 
Fe, St. Louis-San Francisco, M. K. & T. and Sapulpa & 
Oil Field railroads. 

The defendants offered no defense of the rates charged 
and admitted that the rates, in the circumstances, were un- 
reasonable, unjustly discriminatory and unduly prejudicial. 
The Commission denied a request for the transference of 
the complaint to the special reparation docket for dis- 
position because the basic rate of 20 cents has never been 
established from the M. K. & T. points. 

The Commission found that the charges were unrea- 
sonable and unduly prejudicial to the extent that they 
exceeded those that would have accrued at the rate of 
20 cents, minimum 38,000 pounds, and that reparation shall 
be made to the Ash Grove Lime & Portland Cement Com- 
pany in the sum of $345.79 on shipments originating on 
the Santa Fe, $119.70 on shipments originating on M. K. 
& T., and reparation to the intervener in the sum of $33.25 
on shipment originating on Santa Fe. 


POTATO RULE CONDEMNED 


In No. 10147, Northern Potato Traffic Association: vs. 
C. & N. W. et al, Opinion No. 5702, 53 I. C. C., 100-103, the 
Commission condemned as unreasonable and in violation 
of the Cummins amendment a rule purporting to give 
potato shippers the option of shipping potatoes from Min- 
nesota and Wisconsin points at the owner’s risk in box 
cars, the doors of which were cleated open by shippers, 
or waiting until the carrier could furnish a regular venti- 
lator car. The Commission said shippers had learned in 
the hard school of experience that they could not obtain 
ventilator cars in time for the immediate shipment re- 
quired for immature potatoes. 

For years the carriers paid losses due to pilferage from - 
box cars with doors cleated open. In 1915 they formulated 
the condemned rule with a view to relieving themselves 
from liability for such loss and damage. The Commission 
said the so-called option was illusory and that the carriers 
cannot lawfully divest themselves of liability in such way. 
The rule must be eliminated by July 15. The carriers 
could have discharged their duty by providing screen 
doors or better policing, raising the rates, if necessary, to 
cover the extra cost. 


REPARATION AWARDED ON BARLEY 


An award of reparation has been made in No. 7768, 
Columbia Malting Co. et al. vs. New York Central et al., 
Opinion No. 5709, 53 I. C. C. 137-9, on account of unlawful 
charges on shipments of barley from points in South Da- 
kota, Minnesota, Wisconsin and Iowa to destinations in 
Pennsylvania, malted in transit at Chicago. The unlawful- 
ness consisted of the application to the outbound ship- 
ments of the malted barley rates that had been increased 
while the grain was being malted, instead of the applica- 
tion of the rates in effect at the time the barley started 
from its points of origin. The carriers, in assessing 
charges from the malting point to destination, treated the 
malted grain as having had origin at Chicago. That, the 
Commission said, was in direct contravention to conference 
ruling 119. The defendants expressed a willingness to 
make reparation to the basis of the through rate in effect 
at the time the grain was shipped. 


ORDERS REFUND ON LUMBER 


The Commission has ordered reparation in No. 10156, 
Henry G. Brabston vs. Alabama Great Southern et al., 





1084 


Opinion No. 5708, 53 I. C. C. 134-6, on account of unreason- 
able charges on a carload of yellow pine lumber from 
Wagar, Ala., to Williamstown, Ky., and reconsigned to 
Walton, Ky. The Commission held that the rates charged 
were unreasonable because they were in excess of the 
through rate from Wagar to Walton plus a charge of $2 
for reconsignment. 


WINDOW GLASS RATE UNREASONA- 
BLE 


By making the Director-General a defendant, the com- 
plainant, in No. 9421, William Cameron & Co., Inc., vs. 
A., T. & S. F. et al., Opinion No. 5713, 53 I. C. C. 147, was 
able to procure from the Commission a ruling that the 
present increased rate on common window glass from 
Okmulgee, Okla., to Waco, Texas, was unreasonable, In 
the original report, the Commission had to dismiss the 
case because the Director-General was not made a party. 
The rate charged was 35 cents for part of the time, and 
37.5 cents after General Order No. 28 became operative. 
In the original report the Commission found that 25 cents 
would have been a reasonable rate, and would have 
awarded reparation to that basis, had the Director-General 
been brought in as a defendant. In view of the fact that 
the Director-General filed a certificate saying he needed 
the money, the Commission, in its supplemental report, 
said that any rate for the future in excess of 31.25 cents 
would be unreasonable. That rate of 31.25 is the 25-cent 
rate increased by the addition of 25 per cent. It is the 
order of the Commisison that that rate be established on 
or before August 1. 


REPARATION ON STEEL CULVERTS 


An award of reparation has been made by the Commis- 
sion in No. 10113, Galion Iron Works vs. Cleveland, Cin- 
cinnati, Chicago & St. Louis Railway Company et al., 
Opinion No. 5718, 53 I. C. C. 173-4, the rate on sheet iron 
culverts from Galion, O., to Key West, Fla., having been 
found to have been unreasonable: The complainant al- 
leged that a rate of 99 cents per 100 pounds charged on 
four carloads of sheet steel culverts shipped over defend- 
ants’ lines in May and September, 1917, was unreasonable 
to the extent that it exceeded 56 cents per hundred pounds. 

Prior to March 17, 1917, a commodity rate of 37 cents 
applied on sheet steel culverts from Galion to Key West, 
and on that date the rate was increased to 99 cents. The 
Commission says that the fifth-class rate, governed by 
Official Classification, contemporaneously in effect, and 
which would have applied in the absence of a commodity 
rate, was 56 cents. On June 1, 1918, the commodity rate 
was cancelled, leaving the fifth-class rate applicable. For 
the defendants it was admitted that the rate charged was 
unreasonable to the extent that it exceeded the fifth-class 
rate contemporaneously in effect and a willingness to pay 
reparation on that basis was expressed. The Commission 
found that the complainant was damaged to the extent of 
the difference between the rate charged and the 56-cent 
rate. 


FREE RETURN OF CARETAKERS 


In a report on No. 10167, Sioux City Live Stock Exchange 
vs. C. & N. W. et al., Opinion No. 5715, 53 I. C. C. 166-8, 
the Commission condemned, as unduly prejudicial, the rule 
of the carriers providing for the free return of-a caretaker 
of live stock only in the event that he came with more 
than one carload of cattle to the Situx City market, be- 
cause the same carriers, in obedience to the rule estab- 
lished by the law of Nebraska, provide free return trans- 
portation from Omaha and South Omaha, even if the care- 
taker brings in only one car of cattle. Witnesses for the 
Sioux City complainant testified that there is active com- 
petition between Sioux City and Omaha and the difference 
in the rule for the return of caretakers frequently sends 
the business to Omaha or South Omaha. The undue 
prejudice must be removed on or before August 15. Inas- 
much as the carriers admitted the discrimination against 
Sioux City was caused by the Nebraska statute, they will 
remove it by disregarding that law. Witnesses for the 
Nebraska commissioners testified that the application of 
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the Nebraska rule to the interstate business would be reg. 
sonable. 


AWARDS REPARATION ON LIME 


The rate on lime from La Garde, Ala., to Raceland, La 
was found unreasonable and reparation was awarded jp 
No. 10221, Grasselli Chemical Co. vs. Morgan’s Louisiana 
& Texas R. R. Co. et al., opinion No. 5712, 53 I. c. ¢ 
145-6. The reparation is due to the fact that for a short 
time in 1915 a 20-cent rate was raised to 28.1 cenis, and 
subsequently it was restored to 20 cents, to which basis 
reparation is to be made. 


ORDERS REFUND ON PETROLEUM 


In No. 10212, M. W. Jamieson vs. Pennsylvania Railroad 
et al., opinion No, 5711, 53 I. C. C., 143-4, the Commission 
held that the rate on petroleum and its products from 
Warren, Pa., to Elmira, N. Y., was unreasonable to the 
extent that it exceeded 13 cents per hundred pounds. The 
rate charged was 13.5 cents. Reparation will be made 
as soon as the complainant files the necessary data. 


COTTON LINTER-CASE DISMISSED 


An order of dismissal has been entered in No. 10310, 
George C. Holt and B. V. Odell, receivers of the AStna 
Explosives Company, vs. Illinois Central et al., opinion No, 
5710, 53 I. C. C., 140-2, the Commission holding that rates 
charged on compressed cotton linters from Memphis, Tenn,, 
to Attna, Ind., were not unreasonable. 


RATES ON RICE 


In a report written by Commissioner Hall on No. 7591, 
Southern Rice Growers’ Association et al. vs. Texas & 
New Orleans et al., opinion No. 5726, 53 I. C. C., 197-207, 
the Commission followed and reaffirmed its report in 43 
I. C. C., 90. It held that through rates and charges on rice 
from the Texas-Louisiana rice belt to consuming markets, 
based on the aggregate of the full locals in and out of the 
milling point, were unreasonable to the extent they ex- 
ceeded the thraugh rates contemporaneously in effect from 
the shipping points of the rough rice to the ultimate des- 
tinations of the clean rice by more than 2 cents as pay 
for the milling-in-transit services. It further held that 
since the restoration of the transit arrangement formerly 
in effect would render inapplicable the through rates found 
unreasonable, an appropriate order should be issued. The 
order requires the carriers, on or before August 5, upon 
not less than 5 days’ notice, to restore milling in transit, 
at a charge of 2 cents. 

The complaint was filed by rice milling interests at 
Lake Charles and other interior Louisiana and Texas mill- 
ing points. They claimed that New Orleans was being 
favored by the railroads at the expense of the interior 
milling points. The complainants also alleged that a mill- 
ing-in-transit charge of 2 cents was unreasonable. 


Restoration of the milling-in-transit privilege at a charge 
of 2 cents will give the interior millers what they had 
conferred upon them by the action of the International & 
Great Northern in 1911, and extended by competing lines 
the following year. The International & Great Northern 
established the transit arrangement at Houston, Tex. The 
transit arrangements applied at points in direct line of 
movement or when out-of-line movement did not exceed 
125 miles. When the out-of-line or back-haul movement 
exceeded 125 miles, there was an additional charge of one 
half cent per ton per mile. It was provided that the rate 
on clean rice should be observed as a maximum on the 
by-products incident to milling. 


The milling-in-transit arrangements were canceled in 
1914, the result being the application of the locals to and 
from the interior milling points. In the original report 
in the case, in 1917, 43 I. C. C., 90, the Commission held 
that the carriers had failed to justify the withdrawal of 
the milling arrangement, and also that the charge of 2 
cents had not been shown to be unreasonable. An appro- 
priate order was entered, but on representation by some 
of the carriers, the Commission postponed the effective 
date and re-heard the matter. The only witness for the 
defendants was the general freight agent of the Sunset 
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central Lines in Texas. He said the milling arrange- 
ments were restored over the protest of his lines. He 
aided that the Sunset-Central Lines now receive the same 
proportion. out of joint through rates on rice from pro- 
ducing points on the lines according transit privileges 
as they received before the milling-in-transit arrangements 
were re-established by the Gulf Coast Lines. Therefore, 
ne argued, the Sunset-Central Lines were not responsible 
jor any undue prejudice that might.exist as between points 
on their line, on the one hand, and points on lines giving 
transit on rice, on the other. He contended that New Or- 
ans had no undue advantage. In support of that he 
showed that, although the Sunset-Central Lines originated 
at least 45 per cent of all rice shipped from Texas, only 
me carload of rough rice moved from Texas to New Or- 
ans during the two years ending June 30, 1917. 

The fundamental attitude of rice-originating lines, ac- 
wording to the report, is that transit is a privilege that a 
carrier May grant or withhold at will, so long as no undue 
prejudice results. To that contention, the Commission 
sid it could not accede, because of the enlarged powers 
granted to it in 1910. The enlarged record, the report 
ays, contains nothing warranting any change in the orig- 
inal report other than the correction of inaccuracies. 


RATES ON BUILDING TILE 


Reparation is denied by the Commission in No. 8297, 
Aeme Cement Plaster Company vs. Akron, Canton & 
Youngstown Railway Company et al., opinion No. 5694, 53 
.¢. C., 46-51. The Commission held that carload rates on 
gypsum hollow building tile from Grand Rapids, Mich., to 
pints in Central Freight Association territory were not 
shown to have been or to be unreasonable, but that they 
were and are unduly prejudicial to the complainant to the 
extent that said rates exceed rates contemporaneously ap- 
plicable to carload shipments of clay hollow building tile. 
Readjustment of the rates involved is to be made. The 
report also embraces No. 8386, American Cement Plaster 
Company vs. Michigan Central et al. 

The Commission found that for the future rates on hol- 
low gypsum building tile in carload lots from Grand Rapids, 
Mich, to points in the territory involved, should be no 
greater than carload rates contemporaneously maintained 
on hollow clay building tile in carload lots, with like mini- 
mum weights. The Commission further found that it was 
impossible to determine the amount of damage, if any, 
suffered by complainants. 


In exceptions filed by the defendants it was contended 
that the examiner erred in recommending rates on hollow 
gypsum building tile no greater than those on hollow 
building clay tile without submitting or suggesting 2 
method of establishing such rates. The Commission says 
that in so comprehensive a readjustment as that involved 
trafic officials of the various defendants are in the best 
position to prescribe the rates on the products. 


“It is doubtless true,” the Commission says, “that rates 

on hollow clay building tile have never been made in ac- 
cordance with any system. That constitutes no good rea- 
son why a readjustment should not be made. In this read- 
justment due consideration should be given, of course, to 
the interest of both the shippers of the clay and gypsum 
products. Whether a relation of both to the class-rate 
adjustment is the proper solution is a matter that may be 
safely left to the defendants.” 
The defendants informed the Commission that a read- 
justment of rates on tile in question has been under con- 
sideration for some time by their traffic committees. Re- 
adjustment should be promptly made, the Commission says, 
and if within sixty days from date of service of the report 
such an adjustment has not been made the complainants 
are asked to call the attention of the Commission to the 
matter with a view to the issuance of a proper order. 


MILLING IN TRANSIT AWARD 


mn a report on reconsideration of No. 8872, J. Allen 
Smith & Co. vs. Southern Railway et al., opinion No. 
205, 53 1. C. C., 127-8, the Commission held that the 
failure of the Southern to include New Albany, Ind., 
‘mong the points named in its tariff from which transit 
drangements would apply on wheat shipped from Chicago 
‘0 Knoxville for milling, and shipment of the ‘products 
0 various interstate destinations resulted in unreasonable 


THE TRAFFIC WORLD 


1085 


rates. In accordance with that finding the Commission 
awarded reparation on shipments that moved between 
November, 1912, and May, 1913. The original report in 
the case is contained in 48 I. C. C., 647. The Commission 
then found that the necessary parties had not been named 
as defendants and dismissed the complaint without pass- 
ing on the issue. On Oct. 29, 1918, the case was re- 
opened. The Southern expressed a willingness on the 
Commission’s special docket to make reparation, and the 
statement was made that the failure to include New 


Albany as a point from which the transit arrangement 
would apply was due to an oversight. 


BITUMINOUS COAL FROM KENTUCKY 


Disposing of No. 9517, Ohio Valley Coal Operators’ Asso- 
ciation vs. Illinois Central et al., opinion No. 5714, 53 
I. C. C., 148-65, the Commission held that the rates on 
bituminous coal from mines in western Kentucky on the 
Illinois Central, L. & N. and Kentucky Midland, to des- 
tinations in the Mississippi Valley and Southwestern ter- 
ritories, Illinois, and various other northern and western 
states, had not been shown to be unreasonable per se nor 
unduly prejudicial except to a limited extent. 

It held that rates from mines on the Illinois Central to 
destinations in Texas via the Mississippi River crossings 
south of East St. Louis, are unduly prejudicial to the ex- 
tent that they exceed those contemporaneously maintained 
from operations on the Illinois Central in southern Illinois 
to the same destinations through the same river crossings. 
It further held that rates from mines on the Illinois Cen- 
tral and the Louisville & Nashville to East St. Louis and 
to St. Louis are unduly prejudicial in that they exceed 
by more than 57.5 cents contemporaneous rates from mines 
in the Illinois Central’s inner group and the Louisville & 
Nashville’s Belleville group in southern Illinois. 


A further holding is that rates from mines on the IIli- 
nois Central and Louisville & Nashville to East St. Louis, | 
as applied on traffic for beyond, are unduly prejudicial, in’ 
that they are not lower than the rates contemporaneously 
maintained to East St. Louis proper, by at least 12.5 cents 
per ton. Another holding is that rates from mines on 
the Illinois Central to Chicago, to points in the northwest 
as defined in the report, and to destinations in Illinois 
north of and including Mattoon, are unduly prejudicial 
to the extent that they exceed the rates contemporaneously 
maintained from mines on the Illinois Central in the south- 
ern Illinois group by more than 25 cents per ton. It was 
further held that rates from mines on the Louisville & 
Nashville to Chicago are unduly prejudicial because they 
exceed contemporaneous rates from mines on that road in 
the Eldorado group in southern Illinois to Chicago by 
more than 25 cents per ton. 


In respect to rates from mines on the Kentucky Mid- 
land, it was held that they are unduly prejudicial to the 
extent that they exceed those contemporaneously main- 
tained from mines on the Illinois Central in western Ken- 
tucky to the same destinations. 


The extensive readjustment, indicated by these holdings, 
is to be made on or before September 1, upon statutory 
notice. The orders in the case, together with the names 
of the defendants, cover nine pages of the report and 
or. er. 


Commissioner Eastman made the report, which is sub- 
stantially that of the examiner who made the tentative 
report. After reviewing the exceptions and objections, the 
Commission said that it adopted the report of the exam- 
iner, with one exception: His proposed finding was that 
the rates from the western Kentucky field to St. Louis 
and East St. Louis were unduly prejudicial to operators 
in those fields, and unduly preferential of the operators 
in the southern Illinois fields, to the extent that they 
exceed rates from specified groups in the latter by more 
than 67.5 cents per ton. Upon reflection, the Commission 
decided that the difference in rates on traffic to St. Louis 
and East St. Louis should not exceed 57.5 cents per ton, 
and it so found. 


DEMURRAGE PROPERLY ASSESSED 


The Commission has dismissed No. 10243—Otto H. Hed- 
rich & Co. vs. P. C. C. & St. L. et al., opinion No. 5698. 
53 I. C. C., 79-80, holding that the demurrage charges 
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assessed at Chicago on a carload of poles from Leckie- 
ville, Ky., had not been shown to be unlawful. 


YELLOW PINE RATE UNREASONABLE 


An award of reparation has been made in No. 10104, 
Clark & Boice Lumber Co. vs. Jefferson & Northwestern 
et al., opinion No. 5707, 53 I. C. C., 131-3, on account of 
unreasonable rates on yellow pine from North Jefferson, 
Tex., to points in Missouri, Illinois, Indiana, Michigan, 
Wisconsin, Ohio and New York between Oct. 1, 1915, and 
June 23, 1916. The unreasonableness consisted of the fact 
that the rates assessed were higher than those contempo- 
raneously in effect from Jefferson, Tex., to the same des- 
tinations. 


CONDEMNS ASBESTOS CEMENT RATE 


The Commission has issued an order of reparation in 
No. 10222, Johns-Manville Company vs. C. M. & St. P. et al., 
opinion No. 5716, 53 I. C. C. 169-170, on a holding that 
the rate of lle on asbestos cement from Milwaukee to 
East Chicago was unreasonable. The shipment in ques- 
tion moved on July 11, 1917. Fifth class, 1lc, governed 
by Western Classification, was applied. Contemporane- 
ously, the defendants maintained a commodity rate on 
plaster from Milwaukee and other points in Wisconsin 
of 3.33c. The Commission found that at the time the 
lic rate was applied a rate of 6.3c was in effect over the 
C. & N. W., between the same points. The Commission 
found that the carriers had violated tariff rules and that 
a reasonable rate would have been 6.3c. 


COKE REPARATION AWARDED 


Reparation has been awarded in No. 10237, Seaboard 
By-Product Coke Company vs. Erie et al., opinion No. 
5717, 53 I. C. C., 171-173, on account of an unreasonable 
rate on by-product coke from Seaboard, N. J., to Troy, 
N. Y. The defendants offered no evidence but argued 
that something more than a showing that a rate was un- 
reasonable was necessary to show that damage had been 
suffered because of the unreasonable rate. 

“Their position is untenable,” said the report of the 
Commission. That is all that was said, other than quot- 
ing Southern Pacific Company vs. Darnell-Taenzer Co., 
245 U. S., 531, the case which compelled the Commis- 
sion to change its views as to when reparation was due. 


RETURNED ACID REFUND ORDERED 


An award of reparation amounting to $4,461.56 has been 
made in No. 10317, George C. Holt and Benjamin B. Odell 
as receivers of A®tna Explosives Co., vs. P. C. C. & St. 
L. et al., opinion No. 5719, 53 I. C. C., 175-177, and $1,498.98 
in No. 10318, Burton-Richards Co. vs. Southern Pacific 
et al., on account of unreasonable transportation charges 
placed on acid remaining in tank cars which had been 
returned from points in Pennsylvania to the loading points 
in California. The companies assessed a fourth class 
rate of $2.20 per 100 lbs., based on the shell capacity of 
the cars, in accordance with the provisions then in effect 
in the Western Classification. A commodity rate of 75c 
was in effect at the time the shipments moved from Bay 
Point and Nichols Spur to Oakdale, Carnegie and New 
Castle, but the class rates were applicable on acid west- 
bound. The Western Classification, at that time, made 
no provision for L. C. L. quantities of acid remaining in 
tank cars, but on April 1, 1918, a satisfactory rule was 
provided, and reparation is to be made to the basis of 
that rule. 


REPARATION ON SCRAP IRON 


An award of reparation has been made in No. 10286, 
Hyman-Michaels Company vs. C. B. & Q, et al., opinion 
No. 5/20, 53 I. C. C., 177-178, on account of an unreasonable 
rate on scrap iron from Memphis, Tenn., to Federal, IIl. 
The through rate was in excess of the aggregate of the 
intermediates, 
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DECLINES TO REOPEN COAST LUM. 
BER CASE 


ON- 










The Commission has denied the petition of the Soyt,.Mfhe Ne 
ern Pacific and the Atchison, Topeka & Santa Fe for ,§ Comp 
rehearing in No. 9395, the Pacific Lumber Company et al Goldb 
vs. Northwestern Pacific et al., opinion No. 5560, 51 1. ¢ 
C., 738-72, decided Dec. 6, 1918. Inasmuch as the cay. 
riers in their application for a reopening alleged, among oN 





other things, that the execution of the Commission’s order 
would be a taking of their property without due process 
of law, it has been inferred that when the property jg 
returned to the corporations they will take the case into 
the courts, if not before that time. 

In this case the Commission condemned the rates on 
lumber and other forest products, from points on the 
Northwestern Pacific north of Willetts, Calif., to points 
in eastern defined territories, Colorado common points ang 
east, as unjust and unreasonable and unduly prejudicial 
to the extent that they exceeded the rates on the same 
commodities from what are known as the California coast 
group points to the same destinations. It was in that 
case that Stanley Moore and T. J. Norton argued on the 
powers of the Commission as affected by the paasage of 
the federal control law, in such a way as to bring them 
into sharp issue with Chairman Aitchison and Joseph N. 
Teal. 

The Southern Pacific and the Santa Fe own the North. 
western Pacific jointly. They compromised their plans 
which called for an extension by each of a branch into 
that territory by combining their efforts, the result being 
the production of the Northwestern Pacific Railroad, 
Instead of extending the coast group rates to apply from 
points on the new line, they made rates from it to the 
territories mentioned, differentials over the coast group. 
On the theory that the lumber producers along the North 
western Pacific were entitled to the same rates that were 
given by the Southern Pacific and the Santa Fe to pro 
ducers on branch lines of the two systems mentioned, ani 
to the producers on some of the independent short lines, 
with which the two transcontinental carriers connect, the 
Commission ordered coast group rates to apply. 

It was an error for the Commission, the Southern Pa 
cific and the Santa Fe contended in their application 
for reopening, to treat the Northwestern Pacific as a 
branch of the two owners thereof. They cited what the 
Commission said, in its New Haven report, in support 
of their contention that it was bad law for the Comnis- 
sion to think of treating this separate corporate entity 
as a part of either or both of the transcontinental systems. 


DISRUPTS PERCENTAGE ADJUST- 
MENT 


The Trafic World Washington Bureau. 


Disruption of the percentage adjustment based on the 
New York-Chicago scale, begun in the Michigan percentage 
cases, is extended in tentative reports submitted by Attor- 
ney-Examiner Disque in case 9926, Manufacturers’ and 
Jobbers’ Bureau of Chamber of Commerce of Huntington, 
W. Va., against Atlantic City Railroad et al., and by Attor 
ney-Examiner Gerry, in case 10153, Board of Trade of 
Portsmouth, O., against same defendant. Both places are 
now in eighty-seven per cent territory, tentative. The 
reports suggest the reduction of their class rates to eighty 
per cent of New York-Chicago scale. 

The acceptance of those reports would narrow the eighty- 
seven per cent group, which now extends from a poll 
fifteen miles west of Cincinnati on the west to points 
as far east as Deep Water and Gassaway, W. Va., and 
Covington, Va. 

Portsmouth suggested a reduction to seventy-seven Pe 
cent and Huntington to seventy-four. In both cases the 
attorney-examiners found rates to be unreasonable and 
unjustly discrimiatory. In the Portsmouth case there was 
also a finding of undue prejudice. 
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CHANGE IN DOCKET 
The Commission postponed hearing in 8819, West Coast 
Lumbermen’s Association et al. vs. Boston & Albany Rail 
road et al., assigned for Portland, Ore., before Examine! 
Pattison May 23. 
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ON-FRAUDULENT MISDESCRIPTION 


No. 256.—October Term, 1918. 


On Writ of Certiorari 
to the Supreme 
Court of the State 
of New York. 
















rhe New York Central Railroad 
Company, Petitioner, vs. Samuel 


Goldberg. 


[May 19, 1919.] 

Mr. Justice Pitney delivered the opinion of the court. 

This was an action brought by respondent against peti- 
ioner in the Supreme Court of New York to recover dam- 
wes equivalent to the value of certain goods shipped in 
interstate commerce and lost in transit. Plaintiff had 
judgment in the trial court, which was affirmed by the 
Appellate Division for the First Department (164 App. 
iv. 389), and affirmed by the Court of Appeals without 
opinion. 

The facts are as follows: On Sept. 17, 1912, a firm of 
fur manufacturers in New York City caused to be delivered 
to defendant there for transportation to plaintiff at Cin- 
cnnati, O., a case containing furs belonging to plaintiff of 
he value of $693.75. When the case left the consignors’ 
possession it was marked with the name and address of 
the consignee, and with the word “furs” conspicuously dis- 
played. It was delivered to a local expressman, whose 
driver delivered it to defendant and made out a bill of 
lading which defendant signed and upon which the action 
depends. This bill of lading described the goods as “One 
ease D. G.,”” which admittedly means “dry -goods.” The 
misdescription was the driver’s mistake, not made with any 
intent to fraudulently misrepresent the nature of the mer- 
chandise shipped. Defendant’s clerk who signed the bill 
of lading relied wholly upon the representations of the 
driver as to the contents of the case, not seeing the case 
itself; and, so far as appears, no representative of defend- 
ai. compared or had a convenient opportunity to compare 
the bill of lading with the marks on the case. At the time 
of the shipment the official freight classification filed with 
the Interstate Commerce Commission provided for a first 
class rate for dry goods (65 cents per hundred pounds), 
and a double first class rate ($1.30 per hundred) for furs. 
As a result of the misdescription in the bill of lading, 
fright was charged at the smaller rate applicable to dry 
goods, instead of the higher one applicable to furs. No 
valuation was placed upon the goods, and no question of 
limitation of liability to a stipulated value is presented. 
Defendant admitted that it received the goods for trans- 
portation, and that they were stolen in transit and never 
delivered to the consignee. 


Defendant insists that it is not liable in any amount for 
loss of the goods, because they were misdescribed in the 
bill of lading. Reliance is placed upon a line of decisions 
in this court relating to the limitation of liability of an 
interstate rail carrier where goods are shipped at a de- 
cared value at a rate based upon value and under a con- 
tract conforming to the filed tariff. Adams Express Co. 
vs. Croninger, 226 U. S. 491, 509;: Kansas City Southern 
Ry. vs. Carl, 227 U. S. 639, 650, et seq.; Missouri, Kan. 
& Texas Ry. vs. Harriman, 227 U. S. 657, 670; Great North- 
em Ry. vs. O’Connor, 232 U. S. 508, 515; Atchison, etc., 
Ry. Co. vs. Robinson, 233 U. S. 173, 180; Southern Railway 
Ws. Prescott, 240 U. S. 632, 638. 


The Appellate Division held that these cases did not 
t0 to the extent of relieving the carrier from all liability 
i case of a non-fraudulent misrepresentation as to the 
lature of the merchandise shipped, and that since there 
Was no clause in the bill of lading exempting the carrier 
limiting its liability in case of such a misdescription the 
tarrier was defenseless. 


Defendant’s contention is that there is no responsibility 
lor loss of the furs that were shipped because they were 
Soods not of the same, but of a different, character than 
those described in the bill of lading, and were goods for 
he transportation of which a higher rate was established 
ty its filed schedules. Were there otherwise any difficulty 
N answering this contention, it would be wholly relieved 
ty the fact that the precise contingency was anticipated 
In the preparation of the form of the bill of lading and 
Movided for by one of its conditions, which reads as fol- 
Ws: “The owner or consignee shall pay the freight and 
all other lawful charges accruing on said property, and, if 
‘quired, shall pay the same before delivery. If upon in- 
‘lection it is ascertained:that the articles shipped are not 
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those described in this bill of lading, the freight charges 
must be paid upon the articles actually shipped.” 

Clearly, the effect of this is that a misdescription of 
the character of the goods, not attributable to fraud, 
merely imposed upon the shipper or consignee an obliga- 
tion to pay freight charges according to the character of 
the goods actually shipped, and did not affect the liability 
of the carrier for a failure to deliver the goods. 

Judgment affirmed. 


STATE LAW HELD VALID 


The Trafic World Washington Bureau. 


A law enacted by the legislature of the state of South 
Dakota prohibiting the shipment within or without the 
state of wild duck of any variety was held valid by the 
United States Supreme Court, May 19, in No. 346, W. E. 
Carey vs. the State of: South Dakota. Associate Justice 
Brandeis delivered the opinion. 


Carey was prosecuted for violation of the state law, 
having shipped by express, November 19, 1915, wild ducks 
from South Dakota to Chicago, Ill. In support of his 
defense, it was contended that the state law had been 
abrogated by the Federal Migratory Bird Act, passed by 
Congress March 4, 1913, which placed under the custody of 
the United States government all wild fowl and birds 
which do not remain permanently in one state. 


The court said it was admitted that the state law was 
valid when enacted, although it incidentally affected inter- 
state commerce. The state contended that the law was 
not inconsistent with the federal law which it contended 
is unconstitutional. The Supreme Court of South Dakota, 
however, in sustaining the conviction of Carey, did not 
pass on the constitutionality of the federal law. 


It was urged in Carey’s behalf that Congress, failing 
to make any provision concerning shipping in the federal 
act, intended that shipping of game birds shall not be pro- 
hibited. The Supreme Court says that the provisions of 
the state law are not inconsistent with the federal act. 
It did not pass on the constitutionality of the federal law. 


REVERSES LOWER COURT 


The Trafic World Washington Bureau. 


In an opinion delivered by Associate Justice Clarke, the 
United States Supreme Court, May 19, reversed the Su- 
preme Court of Idaho in No. 485, William Kinzell vs. the 
Chicago, Milwaukee & St. Paul Railroad Company, for 
holding that the construction of a fill to take the place of 
a trestle which is being used in interstate commerce is 
new construction and that the fill does not become a part 
of the railroad until it is completed and the track is 
placed upon it instead of upon the trestle. 


Kinzell was injured while operating a “dozer” to spread 
the dirt and keep it off the tracks over which trains in 
interstate traffic. passed. He elected to rely on the Fed- 
eral Employers’ Liability Act for his right to recover dam- 
ages. The Supreme Court of Idaho reversed the decision 
of a lower court in Kinzell’s favor. 

The court holds that Kinzell:was employed in keeping 
an interstate track, which was in daily use, clear and safe 
for interstate trains, and that therefore the track became 
a part of an interstate railway. 


COURT DENIES PETITION 


The Trafic World Washington Bureau. 


The United States Supreme Court, May 19, denied a 
petition of the Southern Pacific for a writ of certiorari in 
the case of Leo L. D’Utassy against the company in which 
the plaintiff secured a judgment of $3,050.88 from the 
Supreme Court of New York for damages suffered through 
the burning of 45 bales of cotton, which were left for com- 
pression at Houston, Tex., in the warehouse of the Cleve- 
land Compress Company. The case is. before the Supreme 
Court on a writ of error, but counsel for the railroad com- 
pany asked for the writ of certiorari so that the case would 
be before the court in the event the writ of error should 
be dismissed. 


1088 
THE RETURN OF THE RAILROADS 


The Trafic World Washington Bureau. 


The President’s announced intention to return the rail- 
roads at the end of this calendar year means the putting 
forth by leaders of the majority party of extraordinary 
efforts to accomplish a legislative solvtion of the railroad 
problem before that time. Representative Esch and Sena- 
tors Cummins, Pomerene and Underwood, it is known, feel 
it incumbent upon them to have their bills ready within a 
week or ten days, to the end that there may be early hear- 
ings on them. , 

Announcement of the intention to return the railroads at 
the end of two years of federal control created not the 
least bit of surprise. Without having any information as 
to what was passing in the President’s mind nearly every 
man who has taken any interest in the railroad question 
long ago came to the conclusion that the President would 
return the railroads as of December 31, 1919, so that the 
accounts will be made up for a two-year period, without 
having to deal with fractional parts of the year. The fact 
that the measure of compensation covers three of the old 
fiscal years caused enough accounting perplexities to. sat- 
isfy anyone. Return before the end of the calendar year 
would make the complication worse confounded. 

Another rather common impression is that in the end 
Congress will make the Esch-Pomerene bill, which will be 
reintroduced in a week or ten days, the foundation for 
legislation. Still another impression is that few, if any, 
material changes will be made therein. It will contain all 
that the Commission, speaking through Commissioner 
Clark, recommended. The Commission’s recommendations, 
however, will not be the limit of the measure. For instance, 
Mr. Esch is for carrying a section which will seek to im- 
press with the servitude of a common earrier, the private 
refrigerator lines of the big packing and dairy interests. 
Whether he will succeed in framing something that will be 
constructive rather than destructive is something which 
the future alone will be able to disclose. It is one of the 
most delicate matters that has ever been brought to the 
attention of the lawmakers who have specialized on legis- 
lation pertaining to common carriers. The private car, 
as every well-informed shipper knows, is evidence that 
some carrier has not discharged its full duty, but has 
sloughed off part of it upon shippers, who knew that, if they 
provided themselves with equipment of a particular type, 
they would be able to conduct a larger business at a profit. 
The Commission’s investigation of the private car disclosed 
the fact that instead of being a device for the procurement 
of unlawful concessions, it is really a source of expense to 
the owner of the car, when considered by itself. Taken as 
a part of the shipper’s facilities for conducting business, it 
is just as profitable as a power engine or any other particu- 
lar unit of facility. 

That part of the Esch-Pomerene bill will be a concession 
to the popular impression that the ownership of private 
cars gives the owner an undue advantage. The Commis- 
sion’s report in the private car case does not prove affirm- 
atively that tae ownership of private cars gives an undue 
advantage to the possessor. Whatever advantage accrues 
is such as inheres in the man who has $2 while his neigh- 
bor has only $1. 

About the only surprise caused by the President’s mes- 
sage is the fact that he made his remarks on the trans- 
portation problem short, and, judged by the position they 
nold in his message, of comparative insignificance. He 
gave one sentence to the railroads. The entire discussion 
occupies less than one page in the pamphlet form in which 
the President’s message was distributed to Congress. Only 
one paragraph, dealing with the repeal of prohibition, 
which railroad men call the national Rule G, follows it. 
The other paragraph below the one devoted to transporta- 
tion is an expression of trust that the President would 
soon be at his post in Washington again “to report upon 
the matters which made my presence at the peace table 
apparently imperative, and to put myself at the service of 
the Congress in every matter of administration or counsel 
that may seem to demand executive action or advice.” 

It is taken for granted, of course, that the railroad ex- 
ecutives, the brotherhoods, the association of railroad se- 
curity owners and the. other organizations that believe they 
have the true solution of the railroad problem, will be just 
as active in the preparation of the bills that represent 
their views as Messrs. Esch and Pomerene. So far as is 
known, however, they are satisfied with the bills they pre- 
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sented at the last session, and, when the time comes, wi 
have them reintroduced and presented to the COMMittecs 
having jurisdiction. The Esch-Pomerene bill was prepared 
by the Wisconsin representative and the Ohio senator jy 
response to requests of members of Congress who Were 
impressed with the presentation of the subject made to th 
Senate committee by Commissioner Clark. The Commis 
sion, while making recommendations, could not afford to 
place its thoughts before Congress in the form of a jj 
Individual commissioners might write drafts of bills, py 
the Commission, as a body, has steadfastly refused to be 
even a drafting bureau for Congress, its master. Inasmuch 
as there are nine commissioners, each with a view differ. 
ing a little from those of his colleagues, it is believed to 
be obvious that Messrs. Pomerene and Esch have had more 
than their share of draftsmanship in connection with this 
matter. Their desire has been to present the views of 
the Commission in the measure they will introduce. They 
believe the Commission has made the best recomment- 
tions. They are willing to take the judgment of the men 
who have been so intimately connected with every phase 
of the railroad problem that if they do not know what 
should be done, the chances:are that no one knows or ever 
will know. 


The problem of the weak lines is covered in the Esch- 
Pomerene measure in that section giving the Commission 
the power to prescribe the divisions of joint through rates, 
Many lines are weak now simply because they have not 
been given’ just compensation out of the through rates, 
Their connections, advantageously located, have been given 
more than an equitable share of the through rate. If the 
Commission is given the power to prescribe divisions, even 
though there is no formal disagreement, the money which 
the public pays for transportation service can be more 
equitably distributed, it is argued, than would be the case 
in the event the strong line was always allowed to say how 
large or how small a share of the money received in a joint 
enterprise it would give to its weaker partner. 


That phase of the Esch-Pomerene bill will probably 
arouse the hostility of the strong lines, but, inasmuch as 
they have always professed to be solicitous of the gen- 
eral welfare, that provision of the measure will afford a 
test as to the sincerity of such professions. Such, at least, 
will be the argument that will be made in behalf of the 
proposal placed in that bill in furtherance of the recom: 
mendation made by the Commission through the instru 
mentality of Commissioner Clark. If the question of the 
weak lines is handled in that way, there will be no neces 
sity for consolidations. Consolidations may take place, but 
if they do they will be the result of economic pressure 
rather than the pressure exerted by statutory enactment. 
The Commission, as a body, has never cared anything 
about the articles of incorporation, under which a common 
carricr has operated. Its concern has been only with the 
transactions of that corporation in its capacity as a com 
mon carrier. Of course, if there is federal incorporation, 
with power lodged in the Commission to regulate the Is 
suance of stocks and bonds, the Commission will havé 
placed upon it the responsibility that now rests upon 
various state bodies. That responsibility, however, will be 
separate and distinct from that imposed by the rule of the 
law requiring rates to be just, reasonable and non-dis- 
criminatory. 

The big railroad men in the Railroad Administration 
were pleased to hear that the President had definitely 
decided to make the return on the last day of the year. 
They have been serving the government for the same pay 
or less than they had been receiving from the railroad 
corporations. None of them has had any authority. All 
have been comparatively small cogs in a larg> machine. 
Former railroad presidents have had to ask the director 
general’s private secretary whether they might give out 
information as to how they were handling a problem in 
which the public was largely interested. They have had 
to issue requisitions for street car tickets for their mes: 
sengers and otherwise conform themselves to a rigid 80V 
ernmental routine. 


It is suspected that the smaller railroad men and the 
employes who were not railroad men will not enjoy the 
abolition of government control. Some of them have been 
receiving large salaries and exercising autocratic authority. 
Nearly all, of course, will be seeking places for landing, 
before the end of the year, so that by the time December 
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ne passing of federal control. 


QUESTION OF COMPENSATION 


The Trafic World Washington Bureau. 


Regardless of what the Commission does in the matter 
the application of the Arkansas & Louisiana Midland 
or the appointment of compensation referees, the question 
ised by that little railroad is likely to become a test 
yf the quality of the taking over and of the relinquishment 
¢ short lines. The Railroad Administration has never 
sken an easily understood position on that question. As 
» the Arkansas & Louisiana Midland, it is contending 
he railroad was never taken over, yet that road was 
rerved With a notice of relinquishment. 

As a matter of fact, the road was notified that it had 
hen taken over and it was notified that it had been re- 
inquished. Whether the notices, in law, are what the 
yyman would call them, is really the point in issue. 

When R. V. Fletcher, assistant general counsel for the 
Railroad Administration, appeared before the Commission 
May 15 his file failed to show several letters, orders and 
elegrams sent out by the Railroad Administration to the 
applicant road which John S. Burchmore, attorney for the 
hort line, put into the record by means of the copies 
sent to the short line. He called on Mr. Fletcher to pro- 
duce the originals, but Mr. Fletcher’s file did not show 
hem. 

The Arkansas & Louisiana Midland is not claiming, as 
jo other short lines, that the President had not the power 
to relinquish it in the way he did. They point to the 
relinquishment section of the federal control law and con- 
end that it makes a condition precedent to relinquishment, 
which they claim the President did not meet. The con- 
dition precedent, as claimed by them, is that he had 
no authority to relinquish a short line except and unless, at 
he same time, he relinquished the connections and com- 
petitors of such short line. 


The first day’s proceedings under the Commission’s no- 
ice to the Railroad Administration, to show cause why 
eferees should not be appointed, wer as interesting on 
account of what they did not disclose as on account of 
what they showed. For instance, the applicant road said 
it could not put into the record the originals showing its 
aking over, the orders issued to it and obeyed by it, tend- 
ing to show that the government had controlled its affairs 
between Jan. 1 and June 30, 1918, because they are a part 
of a court record. Not a thing as to the nature of the 
litigation was disclosed by Mr. Burchmore. Mr. Fletcher 
lid not ask what it was nor did the commissioners inquire. 

This particular short line has declined to enter into a “co- 
operating contract” of the character that has been offered 
to the short lines that are denying the power of the Presi- 
dent to relinquish them. It admits its relinquishment, but 
demands compensation for the use of its property and 
damage for the destruction of its business, accomplished 
through the disregard of shippers’ instructions on routing 
of freight, and failure to give the short line any part of 
unrouted business. 


If the Commission decides it has not the power to ap- 
point referees, the Arkansas & Louisiana Midland will 
80 to the courts. If it decides that it has, the Railroad 
Administration will be forced to appeal, because other- 
wise it would admit liability on the part of the govern- 
lent to make compensation, at least for the six months 
between the taking and the relinquishment. 


Nothing out of the ordinagy took place at the postponed 
leeting of the Commission, May 17, to continue the mix- 
le of testimony and argument on the application of the 
Arkansas & Louisiana Midland for the appointment by 
the Commission of a board of referees to consider what 
‘“mpensation the government shall give that railroad for 
he six months the corporation claims its: property was 
der the control of the government. R. V. Fletcher, at- 
gd for the Railroad Administration, told the Commis- 
hat he had made diligent effort to obtain the attend- 
eee Regional Director Aishton, one of the witnesses 
net himself had suggested as being essential for 
wo 3 —— of the taking of testimony. Later in the 
wh 4s n S. Burchmore, attorney for the applicant, asked 
rect e attendance of Director Prouty or Assistant Di- 

or Brown, of the Division of Accounting of the Rail- 
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road Administration. Mr. Fletcher, who was given leave 
from the hearing room for ten minutes to find either 
Director Prouty or Mr. Brown, reported that Mr. Brown 
was so busy getting ready to take a train that afternoon 
that he could not attend and at the same time complete 
his plans for answering a summons from Director-General 
Hines. 

The continued hearing and argument, therefore, was 
without any actor in it other than those who had appeared 
two days earlier. E. Ford, the president of the applying 
road, was again placed on the stand to put into the record 
letters and papers tending to show that the railroad be- 
lieved the President’s proclamation taking it over, and 
the orders issued to it by Director-General McAdoo and 
instructions received from Director Gray and Regional Di- 
rector Aishton, warranted it in believing and acting upon 
the belief that it had been taken over. One of the bits 
of evidence put into the record was an inquiry from the 
Division of Traffic asking the applicant road if it had 
obeyed General Order No. 28. It was not an inquiry as 
to whether, in view of the uncertainty as to its status, 
it would make the increases. It was a flat inquiry as to 
whether it had obeyed the order. 

On cross-examination Mr. Fletcher took up each general 
order and asked if anything was done, in the way of 
changing the books or operating routine of the Arkansas 
& Louisiana Midland, in compliance with the orders. Mr. 
Ford was not informed as to details, but he pointed out 
that what was done by the applicant road was just about 
what every other federal-controlled road had done toward 
carrying out the orders. Mr. Fletcher wanted particularly 
to know whether the order directing the opening of fed- 
eral-control books had been complied with. Mr. Ford said 
the bookkeeping of small roads (this one is about 100 miles 
long) was so simple and clerical help was so scarce during 
the war that he doubted whether anything was done. He 
said the question could be answered by the auditor, but 
inasmuch as the big roads did not open the federal-control 
books until late in the fall of 1918, he suspected that the 
Arkansas & Louisiana Midland was as obedient as most 
of the roads. 

The question as to how soon, if at all, that order was 
obeyed, Mr. Burchmore suggested, could be answered by 
Director Prouty or Assistant Director Brown. It was in 
connection with that line of questioning that Mr. Burch- 
more suggested the attendance of either Mr. Prouty or 
Mr. Brown. 

One of the documents put into the record was a memo- 
randum from Director Gray to John Barton Payne recom- 
mending the relinquishment of the Arkansas & Louisiana 
Midland and about a dozen other roads. While he recom- 
mended relinquishment, he said the roads would probably 
have to be taken back, but he recommended relinquish- 
ment, so that negotiations could be had upon some “fair 
basis.” He thought the relinquishment of the roads in that 
list would “necessitate considerate treatment” of them. 

In the argument Mr. Burchmore pointed out that the 
form of the relinquishment served on the Arkansas & 
Louisiana Midland differed from that given other so-called 
short lines. It was a flat relinquishment, and not like the 
notices served on other short lines to the effect that “if 
you are under federal control, you are hereby relin- 
auished.” 

“The Director-General could not, by omission, neglect or 
an act of commission nullify the act of Congress saying 
that short lines connected with or competing with roads 
that had been taken over should also be deemed to be in 
federal control,” said Mr. Burchmore, commenting on that 
part of the control law written by the short line asso- 
ciation, so as to serve as a bar to John Barton Payne’s 
suggestion, that the short lines were “hollering” before 
they were hurt. 

That remark about neglect or act of omission was 
Burchmore’s answer to an implied contention by Mr. 


- Fletcher, that, because the Director-General had never ap- 


pointed a federal manager for the A. & L. M., it was to 
be presumed that it had never been taken over. Burch- 
more pointed out that federal managers for the Rock 
Island, Missouri Pacific and V. S. & P., the trunk lines 
with which the applicant connects, were not appointed 
until late in June and early in July. Burchmore also 
pointed to the order of the Director-General appointing 
the ‘corporate officers of the various companies to be his 
agents as showing that there was no necessity for ap 
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pointing a federal manager for the A. & L. M. unless he at the north Pacific ports. The handling or loading gy 
was dissatisfied with the work of the corporate officers of unloading charges will be assumed by the donmiestie 
that company. riers on both import and export freight to and from th 
In his argument Mr. Fletcher contended that the federal Orient and other foreign countries. 
control law defining how compensation was to be given con- The third: authority, No. 8015, authorizes a_ reyigic 
trolled roads contemplated compensation only to those car- effective concurrently with the revised rules, of the te, 
riers the routine of whose business was changed, or dis- minal tariffs of north Pacific coast lines, to cover demy 
turbed by the government and not such a technical control rage charges on export freight at the north coast pops 
as may be contended was created by the proclamation of Under the revised rules the demurrage on export freigh 
the President and the orders of the Director-General which will be assumed by the steamship lines, when the Shippey endorses 
were served on many roads marked, “for your informa- kas complied with the rules as to the reservation of oge,qq Comms: 
tion.” space, shipping permits, etc. jssued. 
The interesting part of the discussion came up at the —_ me 
end of the session, when Commissioner Daniels asked Mr. as say whe 
Burchmore how he would advise the Commission to pro- RESTORES OLD SITUATION AS TO endorsec 











The C 
pers wh 
whether 
pills of 






















































ceed in the matter of appointing referees, if there is no The di 
money to pay the expenses of the referees. Mr. Burch- SUITS AGAINST CARRIERS of lading 
more thought the Railroad Administration should pay the The Trafic World Washington Buregyfm whether 
expenses. Mr. Daniels said it had declined to do so. Director Hines, on May 22, issued Genera be’ plain 
Mr. Burchmore thought then that the Commission could  ffective June 15, wo Poe Geseral Oder No 20 aa physical 
pay from some of its funds. provided that suits for personal injury, freight and dang 28" 
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“But byes wrens of the +g, has top eee age claims in jurisdictions removed from residence 9 
MAY ROS CRATES SUCH CAPCHSSS LO CUT ACCOUNTS, TEMNEINCS isintifis should not be tried during the period of tie 


Chairman Aitchison. Pa , , 
: ‘ . ete control. The original order was made by former Director 
Mr. Burchmore said that if he were the Commission he 
would appoint the referees and then allow the question General McAdoo on the ground of war emergency. 


of expenses to be brought up in some other way. Com- 


missioner Hall wanted to know how Mr. Burchomre would THE WEEK IN CON GRESS 


















tions on 
get into court the question as to the Commission’s power r notice to 
to appoint in a case of this kind. He frankly said he had The Trefic World Washington Summ ya, 
been considering the possibility of asking for a writ of Not a new idea or thought about the return of thd There 







mandamus in the event the Commission declined to ap- railroads or wire properties to their owners, or their reg 
point referees. Mr. Fletcher said his idea was that if the ulation after such return, has been made, was embodie( 
Commission did appoint that the quick way would be for’ in the bills and resolutions on those subjects submitte 
the Railroad Administration to ask for an injunction for- during the first week of the extraordinary session of Co 
bidding the referees doing anything. gress beginning on May 19. Dozens of bills and resol 

Mr. Burchmore said that if the Commission declined to tions were introduced. So many, in fact, were presente 
appoint, and he asked for a writ of mandamus, it would that the government printing office, one of the larges 
have to make some kind of answer which would require establishments of its kind in the world, was three day 
it, some time or other, to decide the jurisdictional ques- behind in the printing of bills. 
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tion. His implication was that it might as well decide it The bills and resolutions presented were re-introductionfiyhich th 
had jurisdiction, by appointing the board, because that Senator Poindexter re-introduced his bill amending th sive to € 
is the only duty the law lays upon it. fourth section of the act to regulate commerce so as t@ jt is pr 









The Railroad Administration is paying the expenses of deprive the Commission of the power to permit departure 
the referees appointed on the application of roads ad- from the strict long-and-short-haul rule. The new bill is 
mitted to be under federal control. S. 360. Another measure, S. 361, by the same senator, 

se cecaneadic ieee niece gives the Commission supervision over the issues of stocks 
and bonds. A third bill,-by the Spokane senator, S. 36) 


EXTENDS FREE TIME ON TIDE provides for the free passage of American ships through 
WATER COAL the Panama Canal. 


A reintroduced bill that caused some smiles is H. R. 265 
The Trafic World Washington Bureau. by Mr. Sims of Tennessee, chairman of the interstate an 


In Freight Rate Authority 8212, promulgated May 22, foreign commerce committee in the last Congress. Th 
the Administration authorized publication, on one day’s Dill says federal control shall continue until Jan. 1, 1% 
nouce, of revised demurrage rules and regulations on tide- With a proviso under which the President could relinqui 
water coal and coke at south Atlantic and Gulf ports, so 42y or all railroads, upon agreement of their owners. 
as to allow five instead of only three days’ free time. Senator Thomas of Colorado reintroduced his bill cr 
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ating federal railroad companies and to establish a “mor 
effective supervision of railroads.” That was known 4 
the Cook bill when it was introduced in the last Congress 

TO EQUALIZE PACIFIC PORTS ‘It is now S. 67. It is called the Cook bill because i 
The Trafic World Washington Bureau. provisions were written by a New York lawyer name 


The Railroad Administration’s determination to equalize, Cook. , . — 
as nearly as may be, conditions at North Pacific ports and | Senator Jones of Washington introduced his bill hae 
Bay ports, finds expression in three freight rate authori- tioned in The Traffic World of May 17, p. 1056, provid 
ties, abstracts of which were promulgated on May 21. for the sale, charter and operation of the merchant shin 
They are numbers 8013, 8014 and 8015. of the United States. 


: . . HN the 
Freight Rate Authority No. 8014, which may be regarded eee ee ee a siteneert save, pot 
as the foundation, authorizes publication on 30 days’ notice jh “Titerstate bine sta salient a es to what 
of revised rules and regulations in Transcontinental y : in the pun 
Freight Bureau tariffs 2-N, 3-M and 30-B, to cover import Present methods are that are now being used in : 
traffic via the Pacific coast, under which the carriers will Chase of railroad ties, switch ties, car material —_ wa 
assume the cost of switching, loading freight into cara, and ‘"8 plank; whether said methods are efficient, “a ma 
other port charges, except wharfage, or state tolls. These whether there are any satisfactory substitutes on the 


sae : : : ket for taking the place of railroad ties, and so forth, 00 
revised rules will apply uniformly at north Pacific coast. generally used and made of timber. The resolution ™ 


and California ports. ; : referred to the committee on interstate and foreign (om 
Freight Rate Authority No. 8013 authorizes the publica- merce. 

tion concurrently with the revised rules in the La sap 

tinental import and export tariffs of a revision of the pro- yi : 
visions of the terminal tariffs of north Pacific coast ter- NEW CAR ACCEPTANCES the _ 
minal lines covering port charges, rules and regulations The Railroad Administration, May 19, issued statemelyy the -*4 
applicable on import and export freight, and the publica- as to the number of new cars accepted as follows: Wee eteme. 
tion by Agent Henry of a joint tariff for the account of ending April 26, P. McK. & Y., 105; week ending May om al 
such lines, to show the wharfage and handling charges P. McK. & Y., 74; week ending May 10, P. McK. & Y,, 
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May 24, 1919 


ASKING BILL OF LADING INFORMA- 
TION 


No. 9 


Mg ay 
tie ¢ 


OM the 
The Trafic World Washington Bureau. 
aaa The Commission has received many inquiries from ship- 
er 


rs who are supplied with large stocks of bills of lading 
yhether they can be used when the new conditions on 
pills of lading are in effect, if the old ones are properly 
endorsed to show that the conditions prescribed by the 
Commission in its bill of lading report govern the bill so 
sued. No definite answer can be made to such an inquiry 
pecause it is not within the power of the Commission to 
sy whether the carrier shall or shall not sign such an 
endorsed bill. 

The duty of providing the piece of paper known as a bill 
of lading rests upon the carrier. It has the power to say 
whether that bill shall be pink in color or whether it shall 
ye plain white or manila. Having the power to say what 
physical shape the bill shall have the carrier may or may 
not sign a piece of paper endorsed to plainly show that 
the conditions prescribed by the Commission shall be con- 
sidered as having been written or printed upon the back 
of a piece of paper. 

Exact answer as to what the carriers will do cannot 
be had by the Commission until July 8. Its order is that 
they use a bill of lading containing the prescribed condi- 
tions on and after August 8, after giving thirty days’ 
notice to the public. They are not under any obligation to 
say before July 8 what they will do. 

There is a question, so far at least as argument is con- 
cerned, whether the Commission has jurisdiction to pre- 
scribe the conditions it has approved in its bill of lading 
report. It is not beyond the range of possibilities that 
the Railroad Administration will decline to obey the order 
of the Commission and ask some court to enjoin its en- 
forcement. It is not beyond the range of possibilities that 
the non-controlled lines may undertake to judicially test 
the power of the Commission to enforce the application of 
the conditions prescribed by it for the use of the receipts 
which the act to regulate commerce requires a carrier to 
sive to each shipper. 

It is probable the Commission will prepare a form letter 
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varturesito be sent to each inquirer setting forth its inability to say 
Dill ifwhat may be done with the stocks of bills of lading of the 
senato'#form now in use. If there were no possibility of litigation 
f stoclifin the matter it is believed the Commission would say 
S. 32#ihat it has no objection to shippers using up the stock 
throu? bills of lading now on hand if properly endorsed to 
R.% show that in the event of any claim arising under a bill 
, eer of lading issued after August 8, 1919, the conditions pre- 
. scribed in its order should be considered as having been 
1 1404 onveyed to the old forms by means of the endorsement. 
lingui Thousands of dollars are invested in supplies of bills 
a of lading held by shippers. ‘They are, in physical form 
vill cr and quality of paper, such as are satisfactory to the ship- 
. “moa who have paid for them. So far as known, no car- 
wat ler objects to the shipper providing himself with the 
ongress pieces of paper which the shipper asks it to sign as a 
ae eceipt for his goods. When a shipper tenders a piece 
named if paper paid for by himself it saves the carrier just that 
much expense. Presumably the shipper is pleased with 
11 meng® arrangement because the physical form and quality 
-oviding Paber he tenders the carrier are superior for his uses 
at shipé han the form and quality which the carrier otherwise 
ould give him from its own stock. 
in the 
1 repo 
hat thé SAYS CASES ARE NOW MOOT 
the as The Trafic World Washington Bureau. 
a The question of whether the cases of the Commercial 
he ma able Company and the Commercial Pacific Cable Com- 
th, 10 any against Postmaster-General Burleson, and others, 
on We” become moot in view of the fact that the Postmaster- 
10 pis fneral, May 2, returned the cables to their owners, was 
pn lised May 19 in the United States Supreme Court by a 
lotion of the government suggesting that they have be- 
ome moot. The plaintiff companies will file briefs on the 
ints involved. 
temenls This raises the interesting question of what would result 
. Weel the railroad, telegraph and telephone rate cases in the 
May ‘ae'PTeme Court if by any chance these properties should 


. Y., ig* Teturned to their owners before the court has passed 
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on the question of the right of the President, through the 
Director-General of Railroads and the Postmaster-General, 
to initiate intrastate railroad, telegraph and telephone 
rates. 

If these properties should be returned to their owners 
before the court has decided these cases, then the ques- 
tion undoubtedly would be raised as to whether or not 
they had become moot, and if the court decided that they 
had, then there would be no decision settling the question 
of whether the President was within his rights in initiat- 
ing rates. 

This would not be a satisfactory solution, as far as the 
states are concerned, as they wish the controversy over 
the intrastate matter to be settled definitely. Although 
nothing has been intimated officially, it seems to be the 
general impression that the court will decide the rate 
cases in the near future, and even if they were not de- 
cided until fall, the cases in all probability would not be- 
come moot, as the properties involved, particularly the 
railroads, cannot be returned to their owners that soon. 


NEW EXPORT RATES 


The Trafic World Washington Bureau. 


The rate department, Division of Operations, U. S. Ship- 
ping Board, May 19, issued supplement No. 2 to South 
American tariff No. 5, canceling supplement No. 1. The 
new supplement provides that rates announced on sugar 
to South American ports (rates were published in The 
Traffic World, May 17, page 1055) will apply only on 
granulated sugar, in bags, per ton of 2,240 pounds. 

In supplement No. 1 to tariff No. 10-A, rates of freight 
on cotton, high density, from United States South Atlantic 
and Gulf ports to Hamburg, Germany, in transit for Czecho- 
Slovakia, were established as follows: 

From U. S. South Atlantic ports, $1.75 per hundred 
pounds; from U. S. Gulf ports, $2 per hundred pounds. 

Shipments under these rates are subject to export regu- 
lations of the War Trade Board, through which licenses 
must be arranged. 


FEEDING STOCK IN TRANSIT 


Modifications in the plan of feeding live stock in transit 
under the provisions of the 28-hour law are announced by 
the United States Department of Agriculture. This law, 
which is aimed to provide proper and humane care of 
animals in interstate traffic, receives its name from the 
general requirement that carriers must not transport live 
stock for a period longer than 28 consecutive hours without 
unloading for feeding, water, and rest. 

Under its authority in administering the 28-hour law, 
enacted in 1906, the Department of Agriculture has from 
time to time defined its interpretation of proper feeding 
and watering, and its evidence in these matters is used 
by the Department of Justice as a basis for making pros- 
ecution. 

Proper feeding and handling of live stock in transit is 
a matter of concern to every stockman. To bring the new 
schedule of rations to the attention of all persons inter- 
ested, the department requests the widest possible dissemi- 
nation and free discussion of the new plan. It is of fur- 
ther interest that the rations in the schedule are largely 
the suggestions of practical stockmen. 

At the time of the recent annual conference of the Amer- 
ican National Live Stock Association at Denver, Colo., de- 
partment officials conferred on this matter with repre- 
sentatives of the American National Live Stock Asso- 
ciation, National Live Stock Shippers’ Protective League, 
National Live Stock Exchange, Packers’ Traffic Committee, 
and the Railroad Administration. 


The recommendations of the conference committee. were 
approved by the Secretary of Agriculture and are jncorpo- 
rated in the following letter, setting forth the department’s 
views as to the minimum requirements of the law: 

“In order to avoid the difficulties experienced by trans- 
portation companies, shippers, and others in computing 
the amounts of feed which should be given to animals 
in the course of interstate transportation, the Bureau of 
Animal Industry, in connection with the enforcement of 
the 28-hour law (34 Stat., 607), has given further consid- 
eration to the feeding, watering and resting of cattle, 
sheep, swine and other animals, and has determined that 
the use of a carload as a unit basis, rather than the 
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hundredweight of animal, is a more satisfactory method 
for arriving at the amount of feed which should be given 
to animals. 

“As a result, the conclusion has been reached that the 
handling of animals in accordance with the suggestion out- 
lined below will meet the view of the Department of Agri- 
culture as to the minimum requirements of the law: 

“Horses and mules: Not less than 200 pounds of hay, 
or its equivalent, per car. 

“Cattle: Not less than 200 pounds of hay, or its equiv- 
alent, per car. 

“Sheep or goats: Not less than 100 pounds of hay, or 
its equivalent, per deck. 

“Swine: Not less than 2 bushels of shelled corn, or 
its equivalent in ear corn or other grain, per single-deck 
car of not more than 17,000 pounds weight; not less than 
2% bushels of shelled corn, or its equivalent in ear corn 
or other grain, per double-deck car of not more than 21,000 
pounds weight. ; 

“Carload lots of hogs in excess of these weights should 
be fed an additional amount in the same proportion. 

“Animals shipped in lots less than a carload should be 
fed a pro rata amount based on the above figures. 

“Calves too young to eat hay or grain and shipped alone 
should be given a sufficient amount of some suitable feed, 
such as milk or raw eggs. 

“The rations above indicated are to be given each time 
the animals are fed to comply with the provisions of the 
law. 

“The only practical methods for railroads to transport 
animals, other than hogs, without unloading during each 
period prescribed by the statute for rest, water and feed- 
ing, are in ‘palace’ or similar stock cars and with emigrant 
outfits. There are cases in which exceptional facilities 
complying with the law make unloading unnecessary; for 
instance, specially equipped cars conveying show animals 
and blooded stock. In such cases care should be taken to 
observe the law. In all cases, if animals are not unloaded, 
sufficient space to permit all the animals to lie down at 
the same time in the cars must be provided. 

“Hogs may be fed, watered, and rested without unload- 
ing, provided (a) the cars are loaded so as to allow all 
the animals to have sufficient space to lie down at the 
same time, (b) the trains are stopped for sufficient time 
to allow the watering troughs to be prepared and to. al- 
low every hog time to drink his fill, and (c) care is exer- 
cised to distribute properly through each car deck suffi- 
cient shelled corn, or its equivalent in ear corn or other 
grain, for each hog. 

“All pens into which animals are unloaded must con- 
tain adequate facilities for feeding and watering and suit- 
able space on which the animals can lie down comfortably 
for resting. Covered pens should be provided for unload- 
ing animals in severe weather. 

“This letter to supersede the letter of the department 
dated May 31, 1913, on this subject.” 

Though not having the direct force of law, the foregoing 
official statement is the basis on which alleged violations 
of the 28-hour law will be presented by the Department 
of Agriculture to the Department of Justice. 


Proper feeding and care of live stock in transit, it is 
pointed out, protects not only the animals, but also bene- 
fits the public and especially the grower, because the stock 
reaches the market in the best possible condition. 


RULES ON SWITCHING ' 


The Western Freight Traffic Committee has made the 
following ruling on intra-plant, intra-terminal and inter- 
terminal switching: 

Referring to Rate Advice No. 901 (Freight Rate Au- 
thority No. 2770) of Nov. 25, 1918, question having arisen 
as to the application of this freight rate authority to 
cases where, previous to May 25, 1918, no charge was 
made for intra-plant switching movements, it is ruled that: 

The minimum charge of $2.50 per car, as specified in 
Rate Advice No. 901, Freight Rate Authority No. 2770 
must be applied in cases where intra-plant switching was 
on May 25, 1918, being performed free (subject, of course, 


to the exception$ specified in Rate. Advice No. 901, Freight - 


Rate Authority/No. 2770), and it will not be necessary to 
have a further freight rate authority to make this change 
effective in all situations of this kind. 

It should also be considered that Rate Advice No. 901, 
Freight Rate Authority No. 2770, is authority for placing 
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the $2.50 per car charge in effect in lieu of practicg 
prior to May 25, 1918, which contemplated perform, 
intra-plant switching free, construing the term “jpty, 
plant switching” in this case to embrace a movement }y 
tween two points on the same track within the confine 
of the same plant or industry as well as a movement froy 
one track to another within the same plant or industry. 
An exception must, of course, be made here to any jp 
stances where a different charge has been establisheg 
pursuant to the provisions of previous freight rate ay 
thorities. : 

Question also having arisen as to what switching charge 
if any, should be made on empty privately owned equi 
ment moving in intra-plant, intra-terminal or inter-terpj 
nal servic2 not related to a prior or subsequent loade, 
car haul such as the movement to or from repair tracks 
or repair shops, it is ruled that: 

Where per car switching charges are in effect, such 
charges shall apply on both going and returned move 
ments, and that where no switching charges are in effe. 
on a per car kasis, the charge shall be $2.50 per car pe 
one-way trip when the service is intra-plant and $5 pe 
car per one-way trip when the service is intra-termina 
or inter-terminal. 


COMMISSIONERS AT HEARINGS 
The Trafic World Washington Bureau, 


Although thcre has been no announcement of policy t 
that effect, the fact that commissioners are going out and 
sitting at hearings in various cases has been commented 
upon by those who have, at times, thought there should 
be regional Commissions. Chairman Aitchison, for in 
stance, has made four or five trips on the Daylight Sav 
ing Law hearings alone. He has also sat in hearing 
on the Pacific coast in lumber cases. On May 21 he 
went to Chicago to sit with Attorney-Examiner Gerry i 
the taking of testimony in the Live Stock Loading and 
Unloading case, which forms one of the most complicated 
matters that has ever been brought to the attention 0 
the Commission. 

Only a short time ago Commissioner Meyer sat with 
the examiner during the taking of testimony in the South 
Bend, Ind., case, which, according to the allegations 0 
the Railroad Administration, is the reflex action produced 


by the Commission’s decision in the Michigan percentage™ 


cases. Commissioner Eastman has been sitting with the 
examiner on the complaint of the North Carolina Corpo 
ration Commission, drawing in question the relationship 
of rates to North Carolina in comparison with rates to 
and from Virginia cities and to points south of North 
Carolina. 

One of the grounds urged by the advocates of regional 
commissions is that the Commission does not come into 
close enough contact with those who feel constrained to 
invoke its help for the correction of rate situations which 
seem to them intolerable. In the early days of the Com: 
mission commissioners made it a practice to take the 
testimony themselves, in many cases. It is a matter of 
record that Commissioner Prouty, on one occasion, took 
testimony in the morning, got a train that afternoon and 
wrote his report on the matter that evening. He had it pre 
pared before the attorneys had had an opportunity to be 
heard in an argument on the issue. As the duties of the 
commissioners increased, they Jepended, in larger measure. 
upon the report of the examiners than they found it 
necessary to do in the early days of the regulating body. 
At times also there were insinuations or intimations 
that the commissioners went out to take testimony ™ 
such cases as would afford them opportunities to enJ0 
life ‘more than if they had remained in Washington. There 
has been an inclination on the part of the public to be 
lieve that its servants were ever ready to engage 
junkets. Much work, and the public’s inclination to be 
lieve that trips were arranged with a view to the mint 
mum of work and the maximum of pleasure, may ae 
had a great deal to do with the close attention whic! 
commissioners gave to their offices in Washington. _ 

For the last three or four years there has been 4 dis 
tinct belief among shippers that commissioners should 
give more personal attention to the taking of testimony. 
Their recent practice may be ascribed, in part, to 4 ee 
ingness on their part to accept the views of that par 
of the public which has been most consistent the 
determination to retain regulation by commission. 
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THE PRESIDENT’S MESSAGE 


The Trafic World Washington Bureau. 


President Wilson, in his message to Congress May 20. 
dismissed the railroad question with the simple statement 
that the roads would be handed back to their owners at 
the end of the calendar year. He went into no details as 
to how this is to be accomplished, how he arrived at the 
date mentioned or what legislation he expects Congress to 
enact in the meantime. That he has some ideas on these 
subjects is judged from the fact that, in speaking of the 
wires, he said that if he were in immediate contact with 
the administrative questions that must govern the trans- 
fer of the wire lines to their owners, he could name the 
exact date for their return also, the inference being that, 
pecause of his knowledge of the railroad situation, he is 
able to say when roads will be returned. What he had to 
say with respect to these subjects was as follows: 

“The telegraph and telephone lines will, of course, be 
returned to their owners so soon as the retransfer can be 
effected without administrative confusion; so soon, that is, 
as the change can be made with least possible inconveni- 
ence to the public and to the owners themselves. The 
railroads will be handed over to their owners at the end 
of the calendar year; if I were in immediate contact with 
the administrative questions which must govern the re- 
transfer of the telegraph and telephone lines I could name 
the exact date for their return also. 

“Until I am in direct contact with the practical ques- 
tions involved I can only suggest that in the case of the 
telegraphs and telephones, as in the case of the railways, 
itis clearly desirable in the public interest that some legis- 
lation should be considered which may tend to make of 
these indispensable instrumentalities of our modern life 
a uniform and co-ordinated system which will afford those 
who use them as complete and certain means of communi- 
cation with all parts of the country as has so long been 
afforded by the postal system of the government and at 
rates as uniform and intelligible. Expert advice is, of 
course, available in this very practical matter and the pub- 
lic interest is manifest. 

“Neither the telegraph nor the telephone service of the 
country can be said to be in any sense a national system. 
There are many confusions and inconsistencies of rates. 
The scientific means by which communication by such 1n- 
strumentalities can be rendered more thorough and satis- 
factory has not been made full use of. An exhaustive study 
of the whole question of electrical communication ane of 
the means by which the central authority of the nation can 
be used to unify and improve it, if undertaken by the ap- 
propriate committees of the Congress, would certainly re- 
sult, indirectly even if not directly, in a great public bene- 
fit.” 


MINIMUMS UNDER ORDER 28 


Under date of May 20, Chairman Johnson of the West- 


em Freight Traffic Committee, issued the following in- 
structions concerning the application of minimum class 
scales under General Order No. 28: 

From information at hand it appears there is some 
misunderstanding relative to the proper application of 
instructions in Order No. 28 and in Freight Rate Authority 
No. 10 covered by our Rate Advice No. 39 as to the 
minimum scale of class rates. 

In our reprint of Circular No. 3, giving "explanatory 
tules in connection with rates under General Order. No. 
28, page 4, instructions were given that the minimum 
class scales would not be applied to proportional class 
rates published for use in connection with rates for hauls 
over other rail lines under Federal control; but that in 
such cases the minimum class scale applies only in respect 
to the total of the combination rates so made. 


In Supplement 1 to Reprint of Circular No. 3, page 2, 
reference is made in connection with “minimum class 
Seales” to Rate Advice No. 39. In Rate Advice No. 39 
Instructions are as follows: 


“Insert clause which will provide that on continuous 
through movement of freight on which charges are ob- 
tained by use of combinations of separately established 
¢lass rates, te and from junction points, the minimum 
scale of class rates prescribed in supplements effective 
June 25, 1918, shall apply, not in connection with each 
of the separately established factors, but to the total of 
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the combined rates applicable to the through continuous 
movement. 

Where the separately established factors used in con- 
structing a combination of class rates applied to a con- 
tinuous through movement are governed by different 
classifications (such as Western, Official, Southern or the 
Illinois Classifications, respectively), the minimum class 
rates to apply will be the highest minimum rates pro- 
vided in connection with any of the classifications gov- 
erning the separately established class rates used in the 
combination.” 

The following illustration indicates proper application 
of these instructions: 


Proportional Rates 


First—In case of proportional class rates for use in 
combination with other class rates, the minimum scales 
prescribed in Order No. 28 do not effect any change in 
the proportional rate figures themselves (which, however, 
are increased 25 per cent under the terms of General 
Order No. 28), but if the sum of two or more increased 
proportional rates amounts to less than the prescribed 
minimum class rate in the appropriate minimum scale, 
such minimum scale figure will be the minimum through 
rate. 

For example—If on June 24, 1918, a proportional rate 
of 8c per 100 lbs., first class, was added to a local or 
proportional first class rate of 6c per 100 lbs., the charges 
on June 25 and thereafter should be as follows: 

The 8c proportional rate was increased to 10c and the 
6c proportional rate to 74%c (25 per cent increase); and, 
as the sum of these does not amount to the minimum 
first class of 25c per 100 lbs. prescribed by General Or- 
der No. 28, the proper through charge is at rate of 25c 
per 100 Ibs. 

Local Rates 


Second—As to local rates, the minimum scales in Or- 
der No. 28 apply thereto when used on local shipments, 
but in case of continuous through movements subject to 
combinations of local class rates, the minimum scales are 
not applicable to the separate local factors but only to 
the totals. 

For example—If on June 24 a local class rate was 10c 
per 100 lbs., it became on June 25 for local movement 
25c per 100 lbs., but when used in combinations, the 
proper method of computing such combinations is as fol- 
lows: 

A local first class rate which on June 24 was 10c be- 
came 12%c for use in combinations (25 per cent increase) ; 
to be added to a like increased rate for the other portion 
of the haul (say 10c per 100 lbs), but as the sum of the 
two factors, each increased 25 per cent, does not equal 
the prescribed minimum of 25c per 100 lbs., first class, 
the proper through charge is at the minimum rate of 25c 
per 100 lbs. If, however, an increased first class rate of 
1214c were added on June 25 or thereafter, to an increased 
first class rate of 15c per 100 lbs., the total (27%c per 
100 lbs.), since it amounts to more than the prescribed 
minimum, is not subject to further increase under the 
minimum rule. 


WANTS TWENTY STEEL SHIPS 


The Trafic World Washington Burcau. 


The United States Shipping Board has received from 
the Chamber of Commerce of St. Louis and the Mississippi 
Valley Trading and Navigation Company an offer to buy 
or charter twenty 8,000 ton steel ships for moving ex- 
ports from St. Louis to the markets of the world. This 
is the first direct bid the board has received for its steel 
ships. 

“If this number of ships are not available to charter at 
once, please quote terms upon which same will be sold 
to us by the Government,” the telegram from the two 
organizations read. “St. Louis does a large export trade 
in hardware, shoes, electrical machinery, coal, iron, steel 
rails, castings, chemical drugs, dry goods, soaps, auto- 
mobiles, farm machinery, etc. We wish to insure the 
transportation facilities necessary to carry these prod- 
ucts in the new era of world trade that is now upon us.” 

The Shipping Board announced that a special meeting 
of the board will be held in the near future in regard to 
seeing what can be done towards the charter or sale of 
the ships requested. The board has directed the Operating 
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Department and the Construction Division to have their 
experts begin at once on the work of planning a fleet 
suitable for the requirements of St. Louis. 


“Now that a city so far removed from salt water as is 
St. Louis has come forward with an offer to take over 
160,000 tons of steel cargo carriers, the Shipping Board 
feels that it can reasonably expect similar offers from 
seaboard cities and from cities which have water trans- 
portation to the seaboard,’ the board said in its state- 
ment relative to the offer. “From Memphis it was re- 
cently announced that Joseph Newburger, chairman of 
that city’s Chamber of Commerce, was preparing plans for 
the organization of a $1,000,000 corporation of purely 
Memphis capital, to purchase and operate ships from New 
Orleans.” 


DEMURRAGE TARIFFS 


The Trafic World Washington Bureau. 


The unusual delay in promulgating demurrage tariffs, in 
conformity with the agreement between the National In- 
dustrial Traffic League and the traffic and car service sec- 
tions of the Railroad Administration, so far as can be 
learned, is due to the fact that Director-General Hines 
was impressed through observations made on his inspec- 
tion tour through the west with the probability of an 
enormous tonnage to be moved during the coming fall. 
If the tonnage indications are fulfilled, a car shortage is as 
certain as that two and two make four. If there is such 
a shortage, there is necessity, it is argued, for a demur- 
rage charge so stiff that no man will even think about 
using a car for storage purposes. A rate of $2 a day, at 
times, may induce the use of a car for that purpose. 

It is a certainty that if the Railroad Administration 
officials come to the conclusion that there would be dan- 
ger in lowering the rate, they will notify the shippers of 
their fears and ask for more conferences on the subject, 
with a view to coming to a compromise. Three dollars 
might be a compromise rate. That is the normal rate in 
California. Californians insist they always have a 100 
per cent supply of cars and everybody is supplied with 
cars at all times and, if demurrage must be paid, the 
payment is made with a feeling that it is for the benefit 
of shippers as a whole when one of them is subjected 
to a penalty for not having his affairs so arranged as to 
be able to load or unload within the free period. 

The California rule has often been discussed, with a 
view to its use in the rest of the country, but no one out- 
side of California has admitted the similarity of circum- 
stances and conditions outside that state, which would 
warrant the imposition of such a penalty. One of the 
facts they brought out in the hearings on the subject is 
that the average daily earning of a freight car is only 
$2.50 and that, therefore, the imposition of a demurrage 
charge in excess of that amount is a temptation to a 
transportation manager so to conduct his business as to 
obtain as much demurrage as possible. The Commission, 
even when proceeding on the assumption that it must 
make a penalty high enough to sting, has never adopted 
the view that it could afford to put into effect the Cali- 
fornia rate as the one for normal application. It has there- 
fore never been tried as the normal rate outside the state 
of its origin. The records of the Commission, however, 
show that the $3 rate has operated to good purpose in 
California. 





PRIVATE CAR RULE 


The Trafic World Washington Bureau. 


A private car rule authorized in Freight Rate Authority 
No. 7906, dated May 13, promulgated to the public May 
17, is as follows: 

“Except when for convenience of this carrier,, freight 
(other than fresh or pickled meat), straight or mixed Car- 
loads, or in mixed carloads with other articles under re- 
frigeration loaded in privately owned refrigerator cars by 
shippers, will not be accepted by this carrier at points of 
origin on this carrier’s lines, or at junction points with con- 
necting lines.” 

This authorization is addressed to the carriers in the 
territory west of El Paso-Albuquerque-Deming-Ogden-Salt 
Lake. The rule is to be made effective on thirty days’ 
notice. The freight rate authority quotes as the reason 
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for the rule, I. C. C., Docket No. 10026, Armour & Co. vs, 
El Paso Southwestern et al., Opinion No. 5597, 52 I. C. ©, 
240-8. 

In that report the Commission said: “If it be a fact 
that defendants (lines west of Albuquerque, El Paso, Salt 
Lake and Ogden) have suitable refrigerator cars to carry 
all shipments of complainants (Armour & Co., Swift & 
Co. and Wilson & Co.), or will secure such cars, and fur. 
nish them on demand, they have the legal right to furnish 
them, and may refuse to transport shipments in privately 
owned cars. They are privileged at any time to fulfil] 
their common carrier obligations in this regard. Simple 
tariff provisions with respect to the matter will enable 
these defendants to furnish their own cars to all shippers 
to transport perishable commodities.” 

Speaking of the tariffs of the defendant carriers and the 
caims made by them in respect of their refrigerator equip. 
ment, the report said: “There is no restriction in their 
tariffs with respect to shippers furnishing refrigerator cars, 
On the other hand, they assert that they are able to and 
will furnish suitable cars in which to transport all ship. 
ments tendered by complainants except carcass meat, and, 
during the heated months, the highly perishable sweet- 
pickled meats.” 

The rule to be inserted in the tariff is new. According 
to the assertions of men in Director Chambers’s office who 
are familiar with the practices of the carriers west of the 
El Paso-Albuquerque line, the rule will merely put into the 
tariffs a statement of the practice that has been followed 
in handling privately owned refrigerator cars. 

The possibility of favoritism has been discussed among 
those to whose attention the new rule has been shown. 
The rule says: “Except when for the convenience of this 
carrier” straight or mixed carloads under refrigeration, 
loaded in privately owned refrigerator cars by shippers, 
will not be accepted by this carrier. The point is made 
that, as worded, the rule can be construed by the carrier 
so as to permit it to discriminate between the non-carrier 
owners of refrigerator cars in such a way as to enable 
the discriminating carrier to pay to one owner of private 
refrigerator cars an allowance of 1 cent per mile, both 
loaded and empty, while paying no allowance whatever to 
another private car owner, who, because of convenience to 
himself, may desire to have his own refrigerator car trans- 
ported. 

On account of the possibility, it is probable the rule will 
be scrutinized by Commissioner McChord’s office with a 
good deal of care. That office handled the private car 
case, and also the case on the opinion in which the freight 
rate authority authorizing the rule is said to be founded. 


LIQUOR FOR DIPLOMATS 


John Barton Payne, general counsel, Division of Law, 
U. S. Railroad Administration, has issued the following: 

“The Attorney-General has given to the Secretary of 
State an opinion covering this subject. His conclusions 
are: 





1. A railroad or express company or other carrier is not 
exempt from the penalty of the Reed amendment if it transports 
in interstate commerce a shipment of intoxicating liquors con- 
signed to a diplomatic representative residing in the District 
of Columbia. 

2. A vendor or manufacturer of intoxicating liquors who 
accepts an order for intoxicating liquors from a diplomatic 
representative of a foreign country residing in the District of 
Columbia, and ships the same in interstate commerce into the 
District of Columbia addressed to such diplomatic representa- 
tive, is subject to the penalty of the Reed amendment. 


3. Laws prohibiting importation are enforced by_ criminal 
prosecutions and by seizure and forfeiture of goods. They 
cannot be enforced against a diplomatic representative who is 
immune from arrest and whose goods and chattels are not 
subject to seizure. It follows that a shipment of liquors from 
abroad, addressed to a diplomatic representative in the District 
of Columbia, cannot be seized or molested, and hence its entry 
must be permitted. Having thus entered the country, its irans- 
portation from the seaport to jts destination is an incident of 
foreign and not interstate commerce, and hence not prohibited. 


“The practical application of this is: There can be no 
shipment of liquor from any point within the United States 
to a diplomatic representative of any foreign country in 
Washington or elsewhere. Such shipments being in in- 
terstate commerce, are prohjbited. 

“Shipments from abroad, that is, from any foreign coul- 
try beyond the borders of the United States, may be made 
to a diplomatic representative of a foreign government 
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and, such shipments being received from abroad, may be 
transmitted by freight or express to their destinations— 
this being an incident of foreign commerce and not of 
interstate commerce.” 


REDFIELD OPPOSES OWNERSHIP 


William C. Redfield, Secretary of Commerce, in an ad- 
dress before the Purchasing Agents’ Association of New 
York, May 20, at New York, took a stand against gov- 
ernment ownership of the railroads and telegraph and 
telephone systems, declaring that government operation 
of the nation’s great systems of intercommunication dur- 
ing the war and the readjustment period following “has 
py itself settled my own judgment adversely to government 
operation in a country as large as this of the great enter- 
prises involved in our railways, our merchant marine, and 
our telegraph and telephone systems.” 

Referring indirectly to the controversy between his 
Industrial Board and the Railroad Administration over the 
price of steel rails, he said there was not the smallest 
element of controversy in “the background of my thought,” 
put that his address was meant to be “a quiet, dispas- 
sionate study of important current subjects.” Secretary 
Redfield said he wished to express his full confidence in 
the honor, uprightness and conscientiousness “of gentlemen 
with whom I have recently differed.” 

Secretary Redfield confined his address largely to the 
question of placing the purchasing power of the country 
into a few hands, pointing out that government ownership 
of the transportation elements would result in a controlling 
purchasing power over the industries and through them 
over labor and producers of raw material. 

“It would lie in their power,” he said, “to injure or 
even destroy not one but many industries simply by either 
refusing to buy or by delaying buying at a critical period 
or by insisting upon impossible prices or impracticable 
terms. Most business men, I think, will agree that it 
might make relatively little difference to industry who 
administered the laws or even what the nature of those 
laws might be if power over the life and death of in- 
dustry lay in the hands of a few men because of their 
ability to purchase or to refuse to purchase its output.” 

“Few would on reflection,” Secretary Redfield continued, 
“venture to favor the creation in this country of a con- 
dition in which such absolute power could be exerted over 


. industry and therefore over the employes of industry as 


would be the fact if the government held in its hands 
the power to buy for the railroads, the merchant marine, 
the telegraph and telephone systems and possibly other 
factors of our industrial life. Here would be in outward 
form what one might think a socialistic condition which 
would in its normal operations tend to become an im- 
perialistic one. Here would be created a power within 
the state which might at any time exercise, even almost 
unconsciously exercise, a controlling power over it. The 
very existence of such a power would seem to involve the 
necessity of state-controlled industry in order that industry 
might be adequately defended against the state itself.” 

In government control of the transportation and com- 
munication systems, Secretary Redfield said, there exists 
almost unnoticed heretofore a power before which the 
greatest trust is helpless, a controlling, restraining force 
iu trade, beside which the greatest combinations are petty. 

“It would be, or has been,” he said, “country-wide, 
reaching into every city and by its infinite ramifications 
stretching out into substantially every industry and branch 
of commerce.” 

On the other side of the question, Secretary Redfield 
said for years prior to the war the nation’s industries, 
with or without full knowledge, exploited the railroads 
for their own benefit. He said the industries were fa- 
vored with the cheapest freight rates in the world and 
that yet they had resisted, not to say, resented, any at- 
tempt at even moderate percentages of advance in trans- 
portation rates. 

“The trouble has been,” he said, “that the vision of 
the industries in this respect has been inward, not out- 
ward. They have, in this, as in other matters, mistaken 
cheapness for economy and have not regarded sufficiently 
the real mutuality of interest between the transportation 
systems and themselves. They were keen, as respects 
their own goods, to obtain prices sufficient to -carry over- 
head expenses, to amortize equipment according to due 
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standards of depreciation, to provide working capital for 
necessary improvements, but they failed to recognize that 
the railroads were entitled to the same consideration of 
these matters as they themselves exacted in their own 
figures. It was thought wisdom to be suspicious of the 
railways and to disregard the candid and outspoken pleas 
of experienced railroad officers for sufficient income to 
maintain their borrowing power. For this suspicion a 
fearful price has been paid, for when the pressure came 
and the railroads were unable to meet it the whole coun- 
try suffered. 

“It is the merest common sense to say that the ship- 
per does himself wrong when he brings such pressure 
on the railroad as forces it to operate at rates below those 
which will enable it to maintain its plant and its credit 
as the shipper himself is obliged to do. There is needed 
here a social sense, a business vision which shall go a 
great deal further than the. personal purse or profits of 
the industry making the goods, as respects single or 
grouped transactions, and which shall take into account 
the permanent interests alike of the railway and the in- 
dustries using them.” 

On the question of government efficiency, Secretary Red- 
field said he believed there was much to be said in its 
favor. 

“Anyone whose habits have been those of modern in- 
dustry,” he said, “must find the atmosphere of a govern- 
ment department the opposite to that whence he came. 
The basis of administrative law has been well said by 
a distinguished member of Congress to be in substance 
that in the effort to prevent an executive doing wrong, he 
is prevented from doing much that is right. The assump- 
tion is that, through ignorance or inadvertence, or from 
deliberate purpose, wrong will be done and the law ‘is 
made to prevent it. In preventing this, it prevents, by 
its rigidity, that freedom of action essential to the best 
executive practice. My experience teaches me that, on 
the whole, the officers of the government of both parties 
are entitled to the credit of a record for extraordinary 
effectiveness in that they do under adverse conditions as 
well as they do and that in a great many ways not suffi- 
ciently recognized the work is highly effective even when 
judged by the keenest private or corporate industrial 
standards.” 


CLAYTON ANTI-TRUST LAW 


The Trafic World Washington Bureau. 


In accordance with the wish of the Commission, Alfred 
P. Thom, counsel for the special committee of the Ameri- 
can Railway Association, and Henry W. Clark, counsel for 
the Union Pacific System, have submitted views as to 
why the Commission should not make operative its tenta- 
tive rulings to govern it in its administration of the tenth 
section of the Clayton anti-trust act, intended to make 
impossible “inside deals” in the purchase of materials 
and supplies by railroad companies, and in the sale of 
their securities. In a broad way of speaking, Mr. Thom’s 
objections are the same as those voiced by him on June 
20, 1916, as reported at that time. 

Admitting that the proposed rulings are better than 
those before suggested, he, nevertheless, thinks there 
should be material modifications. To the end that he 
may make his thoughts on the subject clear, he has asked 
for oral arguments on the subject. 


It is Mr. Thom’s thought that section 10 of the Clayton 
act should not be construed to apply to dealings between 
a corporation and its subsidiaries. In his argument, in 
June, 1916, he declared that application of the tenth sec- 
tion to dealings between a corporation and its subsidiaries 
would be an invitation to every financial buccaneer in the 
country to try schemes, the ultimate effect of which would 
be the disruption of every big railroad system in the coun- 
try. He said it was manifest that a ruling of this kind 
was necessary to preserve the integrity of the carriers’ 
organizations, and that such a ruling would be in the 
public interest. 


Another thought was that this section should not apply 
to dealings in respect to which there can be no competi- 
tion, such as patented articles, purchases of water, gas, 
electricity, maintenance of company standards, ete. He 
thinks the Commission should make some definition of the 
expression “substantial interest,” as, if that is left to 
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individual judgment, he thinks there can be no uniform in- 
terpretation of it, and no way of knowing when, in this 
respect, the act becomes applicable. The Commission 
should also define “most favorable bid” in such a way that 
carriers may be permitted to exercise an honest business 
discretion, as to what bid, in all the circumstances of the 
case, is most favorable to its interests. In the rules pro- 
posed by the Commission, two tests alone are permitted 
in respect to what constitutes the most favorable bid: 
(1) that the bid must be the lowest price for material 
purchased, and the highest price for securities sold; (2) 
the ability and reliability of the bidder, financially and 
otherwise. 

“We submit that this is too narrow a definition,” says 
the memorandum, presented by Mr. Thom. “The definition 
as now proposed does not give sufficient latitude in respect 
to the reliance any particular carrier may have on dealers 
in regard to the special materials they furnish, the char- 
acter of the articles which are to be delivered, or 
with respect to the bearing that this particular 
transaction may have on other transactions with the same 
party, nor to the honest or perfectly business considera- 
tions, which frequently affect the judgment of men in 
business as to what is the most favorable transaction. 
It likewise takes no note of the necessity which a carrier 
is frequently under, to apportion its purchases among 
several for the purpose of keeping labor employed along 
its line, and quickly available for pressing needs in the 
manufacture or production of articles. An-honest business 
discretion seems to be the only proper criterion of what 
should be applied in determining what is the most favor- 
able bid. For example, it is most important for a rail- 
road at times to keep certain coal mines on its road open 
for fuel purposes. This is also in the public interest. It 
is also frequently necessary for them to keep certain tie 
concerns on its road in operation. This applies also in 
the matter of equipment, where it is necessary to have the 
manufacture of equipment continued at separated points, 
and where it is necessary to make an apportionment to 
get early deliveries.” 

Mr. Thom thinks the act should be construed so as to 
cover only dealings and transactions subsequent to the 
effective date, although delivery, under such dealings, may 
be made thereafter; also, that in ascertaining whether or 
not dealings amount in the aggregate to more than $50,000 
in any one year, the measure should be at the time when 
the dealings are had, and not at the time of performance 
or deliveries; also, that the expression “dealings in securi- 
ties” does not apply to the borrowing of money for a 
period of not exceeding one year, nor to renewal thereof, 
for like periods, nor to the pledge, as security for money 
borrowed, of securities. 

It is suggested that a method for conducting emergency 
purchases should be provided, and that the Commission’s 
rules should not become effective before July 1, 1919. 


In his memorandum Mr. Clark, for the Union Pacific, 
calls attention to the fact that the tentative regulations 
attempt to apply the same treatment to dealings in securi- 
ies and dealings in materials and supplies. He submitted 
that, as the subject-matters are so different in their nature 
and incidents, similar treatment is impracticable. He de- 
voted his memorandum to an exposition of his ideas of 
how the rules for dealing with the disposal of securities 
could and should be simplified. 


As a matter of office routine, a copy of the tentative 
rulings was served on Director-General Hines. He an- 
swered the Commission’s request for observations by say- 
ing that the Clayton act, particularly section 10, has no 
application to the Director-General nor to the railroads 
operated by him during the period of federal control. The 
language of the Clayton act as well as the provisions of 
the federal control act, he said, render that conclusion 
inescapable. For the information of the Commission as 
to the methods employed by him in purchasing materials 
and supplies, he attached a memorandum outlining the 
routine of the Division of Purchases. That routine is 
carried on by a director of purchases on the staff of the 
Director-General, and two assistant directors. Purchasing 
agents of the different railroad corporations continue to 
buy, as before federal control, everything needed, other 
than locomotives, passenger, freight, and other cars, and 
steel rails. The purchases are subject to the approval of 
the federal manager or general manager, as the case may 
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be, and under the supervision and guidance of the regiona] 
purchasing committees. 


LOADING OF FREIGHT 


The following statement shows freight loaded on rail- a7 
roads in the Northwestern Region for the week ending forme 
May 13, compared with same week of last year: Britai 

7, Cars —-: ae 
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A RATE PROBLEM gauge’ 

(Continued from page 1076) —_ 

problem it does not solve is that of equalizing phosp! 
carnings—that is, of so making rates that in per. ai 
mitting the so-called weak roads to live it does not rods a 
permit the so-called strong roads to make inor- — 
dinate profits. But there is no way of scientifically mathe: 
solving that. problem but by some paternalistic i 
scheme, bringing with it consequences much worse ff "am 
than the evil it is meant to cure—some plan of = 
guaranteeing a minimum return to every individual Jj 4 Vv 
road. It should be solved by legally permitting nd 
consolidations and mergers of competing lines, such similar 
consolidations and mergers, of course, to take place RA 
under the supervision of the regulating body, the J cases a 
Interstate Commerce Commission. ‘Then the prob- + Sgr 
lem would solve itself, which is the,only way it cai J hooks : 
be solved. gauze; 
° tape al 

Let us meet that issue squarely. There is toc [Jj and br 
much cowardice in discussing it. Under this plan 9 
if any road, because of unfortunate geographical J (iron o 
location, or bad management, or what not, could a 
not get for itself enough of the revenue provided fj of all « 
for the region in which it was located to enable it — 
to live, then let it go into receivership and let its rifles; 
future be worked out there. If it does not deserve — 
to live, let it die. There would be few such deaths, Restr 
for, under permissive laws, a consolidation would § ‘0 be g 
be effected before the patient had even to send for y wd 
the doctor. Some strong road would always be at lhenses 
hand to take over the feeders. _ = 

Of course, the railroad is not the only interest By 
to be thought of. Industries and communities but Butto: 
up along a line of road thus threatened with ex- — 
tinction are entitled to consideration. But, as we § es v 
have said, there would be only isolated cases ot _ ms 
roads thus going out of business. Probably there Jj ceat. 
would be none at all. But what if there were? ann 
We must choose between paternalism and the §j r binc 
rough rule of life unprotected by paternalism—the ge 
survival of the fittest. It is the rule of nature an¢ Potato t 
the rule of business. In such situations as are con- mine) 
templated by the plan we have been talking about, § Water a. 
it would be applied, if ever, only after all possible 7 mg 
preventives had been exhausted. of Dian 
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May 24, 1919 


EXPORT AND IMPORT RULES 


The Trafic World Washington Bureau. 


The War Trade Board announces, for the information 
of exporters in the United States, that it has been in- 
formed of changes in the import restrictions of Great 
pritain. The restrictions on the importation of the fol- 
lowing commodities have been removed, and the same may 
now be imported without individual license: Drawn thread 
work; men’s and boys’ clothing; cotton-duck packing and 
other descriptions of packing; granite setts and kerbs; 
hand cultivators; potato planters; hand drills, furrows and 
root weeders; seeders; pea harvesters; seed-cleaning ma- 
chines; Manure scoops; horse hoes; hay racks; potato 
diggers; corn planters; malleable tube fittings; pressure 
regulators; lubricators; grease cups; injectors and eject- 
ors; Pump and engine governors; pressure and vacuum 
gauges; expansion joints; iron or brass pressed steel union 
couplings; water gauges’ fittings; steam traps; metallic 
steam packing; brass wire; copper wire; copperclad wire; 
phosphor wire; coppered steel spring wire; tinned mai- 
iress wire leading in nickeled copper steel; wire coppered 
and flattened; wire rope sockets; drop-forged steel; copper 
rods and steel and iron wire rods; antimony crude regulus 
and sulphide amphoule ‘wires; lead capsules for whisky and 
other bottles; gas irons; cattle-dehorning instruments; 
mathematical instruments and screws for same; oil cans; 
spectacle cases of metal; hand straps for numbering and 
dating and stapling press; tinned iron spoons and forks; 
rat and mouse traps, wood, with wire springs, etc.; electro- 
types; zinc plates for manufacture of printing plates and 
zinc, also copper plates and brass plates; empty fruit 
and vegetable baskets; bronze powder; waste or scrap 
rubber; gramophones and all musical instruments, except 
harmoniums, organs, pianos, pianolas and instruments of a 
similar nature. 


The following commodities may be imported only under 
special license, which will be granted only in exceptional 
cases aS and when required: Binder twine; dressed gran- 
ite; tractors and tractor plows; arch supports; bolts for 
bags and cases; chains; cycle bells; levers for braces; 
hooks and eyes and press buttons; printed iron mosquito 
gauze; taper pins; metal tips for penholders; brass rods; 
tape and strip brass-coated tubes; brass or copper tubes 
and brass hose clamps; nickel wire; wire paper clips; 
wire nails and extras; barb wire; wire protector studs; 
horseshoe nails; wire shoe nails; wire hob nails; felt nails 
(iron or steel); cut nails (iron or steel); iron and steel 
valves; cocks for gas, water and steam and iron foot 
valves; metal fittings for corsets and suspenders; scissors 
of all descriptions; under pinches; surgical and medical 
instruments; spring washers; semi-rotary pumps; steel and 
iron wire; wire bale ties and galvanized wire; guns and 
ties; cartridges; methyl alcohol; gin. Following kinds 
of glass and glassware, scientific: Machinery, optical, 
miners’ lamp glasses, miners’ electric lamps. 


Restrictions on oilcloth are to remain, but licenses are 
to be given freely for all but table baize, blind cloth and 
leather cloth. 


Restrictions on woolen goods are to be maintained, but 
licenses are to be given freely for cloth one ounce and 
over and 54 inches wide. 


Ladies’ apparel, including corsets, is to be admitted at 
rate of 25 per cent of 1916 importations. 

Buttons are to be admitted at rate of 100 per cent of 
1916 importations. 

Trimmings, webbing, fringes, braids, wicks, galloons, 
tapes visca plait, upholstery and dress cords are to be 
admitted at rate of 100 per cent of 1916 importations. 

Worked marble is to be admitted at the rate of 100 per 
cent. 

Licenses are to be issued beyond those which have been 
fecommended by the Agricultural Machinery Department 
for binders, mowers, cultivators (horse), plows (horse), 
cultivators (tractor), reapers, sprayers, reaping attach- 
Ments, drills, silo fillers, hay loaders, tedders, harrows, 
a tractors, hitches, harrows (disk), trussers, harrows 
spring). 

Imporiation of gun steel, brass or bronze valves for gas, 
Water and steam is to be réstricted as 100 per cent of 
1916 imports. 


Harmoniums, organs, pianos, pianolas, and instruments 
ofa similar nature should be admitted at the rate of 25 
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per cent of 1913 imports, the ration to be based on num- 
ber of instruments. 

Glassware (including bottles and jars) other than scien- 
tific glass and glassware machinery, glass and glassware, 
optical glass and manufactures thereof, miners’ lamp 
glasses, and miners’ electric lamps are to be admitted at 
the rate of 50 per cent of 1913 imports. 

The importation of the following commodities is pro- 
hibited except under special license: Potash salts, as 
follows: Potassium carbonate; bicarbonate; chlorate; per- 
chlorate; chloride or muriate; chromate and bichromate 
cyanide; ferrocyanide, or yellow prussiate; hydrate or 
caustic nitrate; permanganate sulphate, including potash; 
alums and potash manurial salts and mixtures containing 
any of these substances; saccharine and mixtures contain- 
ing saccharine and other substances of like nature and use. 

The War Trade Board has announced the revision of 
regulations under which shipments of certain origin and 
destination, the importation of which has been otherwise 
licensed, may be exported without an individual export 
license when the same are conveyed in transit through 
the territory or via any port of the United States. This 
regulation, effective May 15, 1919, rescinds W. T. B. R. 
714, issued April 29, 1919, and extends the scope of Special 
Export License RAC-42 as hereinafter described. 

(1) Special Export License RAC-42 has been issued 
through the Customs Service and authorizes the exporta- 
tion of shipments of all commodities which are conveyed 
in transit through the territory or via a port of the United 
States when originating in any foreign country and des- 
tined to any country of the world; provided, however, that 
no shipment destined to Europe shall be authorized under 
this license unless such shipment is consigned to Great 
Britain, France, Italy, Belgium, Greece, Spain, Portugal, or 
their possessions in Europe, or Iceland, the Faroe Islands, 
Serbia or Roumania, or to the Netherlands Oversea Trust 
when destined to Holland, or to the Societe Suisse de 
Surveillance Economique when destined to Switzerland. 

(2) In-transit shipments arriving at the United States 
by rail or vessel for re-export under RAC-42 may be con- 
signed to the ultimate destination or to an agent in the 
United States for reshipment and, if consigned to an agent, 
the railroad waybill or vessel’s manifest must designate 
the ultimate destination, and such notations shall be tran- 
scribed therefrom to the carrier’s customs manifest or 
copy of vessel’s manifest presented to the collector of cus- 
toms. The foregoing will not apply in the case of ship- 
ments destined to Holland and Switzerland. Such ship- 
ments must show at point of entry the fact that the con- 
signment has been made either to the Netherlands Over- 
sea Trust, if destined to Holland, or the Societe Suisse de 
Surveillance Economique, if destined to Switzerland. 


(3) Upon arrival of such in-transit shipments at port 
of entry the railroad agent or the vessel’s agent shall pre- 
sent to the collector of customs a copy of the carrier’s 
customs manifest, form 7512, or a copy of the ship’s mani- 
fest or portion thereof, upon which shall be clearly noted 
the shipments which are in transit. This copy shall bear— 

(A) The ultimate destination, in accordance with para- 
graph (2) herein. 

(B) ‘The consignee when destined to Holland or Switz- 
erland. 

(C) The notation, “Special Export License RAC-42.” 

(4) If the shipment is by rail, the collector of customs 
will, upon giving entry, allow the shipment to proceed to 
port of exit accompanied by the carrier’s manifest. The 
collector of customs at the port of exit will allow the goods 
to be exported under RAC-42. 

The attention of shippers is called to the fact that goods 
given entry into the United States as in-transit shipments 
may not be diverted for domestic consumption, or recon- 
signed to a country of destination other than the one 
named on the entry documents described in paragraph 
(2) unless authority for so doing has been obtained from 
the War Trade Board. 


For the information of shippers, their attention is drawn 
to W. T. B. R. 643, issued March 14, 1919, announcing the 
issuance of General Import License PBF No. 35. This 
general import license covers the importation into the 
United States under such bond as may be prescribed by 
United States Customs Service, of all commodities which 
are proposed to be shipped through the United States to 
any foreign country. ee 

The War Trade Board announces the following: revised 








regulations governing the export of commodities to Nor- 
way: 

1. All the commodities contained in the “Revised Free 
List” (see W. T. B. R. 648, issued March 15, 1919), or any 
amendment thereto, may be exported freely to Norway, 
as described in W. T. B. R. 648. 

2. All commodities not included in the “Revised Free 
List” may be exported to Norway in accordance with the 
procedure described in Paragraph 3 of W. T. B. R. 672, 
issued April 1, 1919. That is to say, the importer in Nor- 
way is no longer required to obtain an import certificate 
from an Import Association, but the “ordinary undertak- 
ing” given to the Norwegian Finance Department and certi- 
fied by an American Consul will be sufficient, even though 
there is an Import Association for such commodity. The 
number of this “ordinary undertaking” must be furnished 
on the application for export license. Shipments of “Non- 
Rationed Commodities” need not be consigned to any Im- 
port Association, but may be consigned directly to the 
importer. 

3. With respect to commodities for the importation of 
which Norwegian Importing Associations have been formed, 
applications for licenses to export such commodities will 
now be considered by the War Trade Board without re- 
quiring the production of an import certificate number, 
upon condition that all such shipments shall be consigned 
directly to the appropriate Importing Associations for the 
account of a named sub-consignee in Norway. For a list 
of the commodities which are handled by the Norwegian 
Importing Associations, exporters are referred to W. T. 
B. R. 211, issued August 31, 1918. 


4. With respect to commodities for the importation of 
which no Norwegian Importing Association has been 
formed, applications for licenses to export such commodi- 
ties will now be considered by the War Trade Board with- 
out requiring the production of import certificate numbers, 
upon condition that all such shipments shall be consigned 
directly to the Inter-Allied Trade Committee at Christiania 
for the account of a named sub-consignee in Norway. 

The attention of exporters is directed to the fact that 
these revised regulations offer three methods of consign- 
ments of “Non-Rationed Commodities” (that is, all com- 
modities not included in the “Revised Free List’’). 


Although it is no longer necessary, under the procedure 
described in Paragraphs 3 and 4 of this ruling, that individ- 
ual import certificates be issued and confirmed to the War 
Trade Board as a condition precedent to the issuance of 
export licenses, exporters are warned that shipments made 
pursuant to said Paragraphs 3 and 4 should not be sent for- 
ward until the exporters have been advised that the im- 
porters in Norway have made proper arrangements with 
the Importing Associations or with the Inter-Allied Trade 
Committee for the acceptance by them of the consignments 
and for the subsequent release of the goods after their ar- 
rival in Norway. 


The War Trade Board announces that General Import 
License PBF No. 37, as described in W. T. B. R. 713, issued 
April 28, 1919, and later amended, as described in W. T. 
B. R. 726, issued May 8, 1919, has been amended to include 
within its cope shipments of emery and emery ore. 


Shipments of emery and emery ore, when coming from 
any country in the world, except Germany (including the 
Rhine Provinces), Luxemburg, Hungary, or those portions 
of Russia under Bolshevik control, may hereafter be en- 
tered under said General Import License PBF No. 37 with- 
out the presentation of an individual import license. 

The War Trade Board announces that henceforth applica- 
tions will be considered for licenses to ship coal to Nor- 
way, Sweden, Denmark or Holland without requiring the 
importer to procure an import certificate. Applications 
for such licenses should be filed with the War Trade Board, 
Washington, D. C. The details of these applications will 
be cabled to the Inter-Allied Trade Committee in the coun- 
try of destination, and with their approval a license will 
be issued. 

Under the foregoing ruling, shipments of coal need not 
be consigned to any association, but may be made directly 
to individuals in the countries of destination. 

Amending War Trade Board Ruling 679, issued April 
2, 1919, the War Trade Board announces that applications 
will now be considered for the exportation to German 
Austria of all commodities, including the “restricted” com- 
modities mentioned in said ruling. Otherwise the regula- 
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tions contained in War Trade Board Ruling 679 continy 
in effect. 

The War Trade Board announces that effective May y) 
1919, the Bureau of War Trade Intelligence has beg 
merged into the Bureau of Enemy Trade. Such work 
the Bureau of War Trade Intelligence as is still being cy. 
ried on, will be conducted in the future by the Bureay y 
Enemy Trade. 

The War Trade Board announces that Special Expo 
License RAC-77, granted through the Customs Service, ¢ 
fective April 29, 1919, W. T. B. R. 716, has been extendeg 
and reissued, effective May 15, 1919. Special Export |; 
cense RAC-77, as now amended, authorizes the exportatig, 
by freight or express, without individual licenses, to the 
countries hereinbelow mentioned, of all commodities why. 
soever, except (A) commodities included in the Expo; 
Conservation List, and (B) machinery or materials jp. 
tended for the manufacture of munitions and radio 
wireless apparatus consigned to Mexico. 

A. Any country in the Western Hemisphere (excluding 
the possessions of England and France, to which ship 
ments may now be made under Special Export Liceng 
RAC-63). 

B. Any country in Africa (excluding the colonies, posse. 
sions and protectorates of Great Britain, France, Italy anj 
Belgium, to which shipments may now be made unde 
Special Export License RAC-63). 

C. Any country in Asia or Oceania (excluding Japan 
and the colonies, possessions and protectorates of Great 
Britain, France, Italy, Belgium and Japan, to which ship 
ments may now be made under Special Export License 
RAC-63) and excluding Turkey in Asia and Arabia. 


(D) The following countries in Europe: Spain, Porty. 
gal, Roumania, Serbia, Iceland, Faroe Islands. 


The shipment of any commodity mentioned in the Ey. 
port Conservation List, when destined to the countries 
included within the provisions of RAC-77, will require a 
individual export license, application for which should be 
made to the War Trade Board, Washington, on Application 
Form X-A. 


The attention of exporters is called to the fact that 
inasmuch as the provisions of Special Export License 
RAC-77 now include all countries which were originally 
covered by Special Export, License No. RAC-54, this latter 
license was revoked on April 29, 1919, and shipments pre 
rey authorized by RAC-54 may now be made under 

-T77. 


Exporters who desire to make shipments under Special 
Export License RAC-77 need only present their Shipper’ 
Export Declaration (Customs Cat. 7525) in triplicate to 
the Collectors of Customs at the ports of exit for indorse 
ment to permit the shipment to proceed. 


Exporters are advised to acquaint themselves with the 
import requirement of the countries of destination, and it 
is suggested that they avail themselves of the facilities of 
the Bureau of Foreign and Domestic Commerce of the 
Department of Commerce, Washington, D. C., in obtaining 
information regarding the import regulations of foreigt 
countries. 


TO AMEND COAL TARIFFS 


The Trafic World Washington Bureau 


Director Chambers, in freight rate authority No. 7946, 
abstracted for the benefit of the public on May 19, at 
thorized the Baltimore & Ohio and the Western Marylané, 
on thirty days’ notice, to amend bituminous and cannel 
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coal tariffs from mines and stations on their lines or theif I 
connections, to New York, Philadelphia and Baltimore 
tidewater points, for transhipment to vessels, in such 4 
way as to remove the preference in favor of members o The I 
the Tidewater Coal Exchange or consignees who obset!vé May 17 






the rules of that organization. The preferences whicl 
are to be removed were caused by the Fuel Administ!* 
tion’s order, effective November 11, 1917, and suspend 
February 20, 1919. Some shippers of coal declined t 
become members of the exchange or to enter into the 4 
rangements whereby the payment of freight and demlr 
rage was guaranteed under a blanket bond. The fuel 
administrator put out the order with the view to increa* 
ing the production and distribution of soft coal tral’ 
shipped at tidewater. 
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PREPARE FOR WHEAT CROP 


Regional Director Bush, in a circular to roads in the 
southwestern region, quotes the following, issued by the 
Department of Agriculture: i 

“With a wheat crop of over a billion bushels in pros- 
pect in the United States this season—the greatest crop 
the country has ever produced—the needs for efforts by 
farmers and elevator companies to market and store the 
grain with the least possible loss and congestion of traffic 
js impressed by the Bureau of Markets of the United States 
Department of Agriculture. In calling attention to this 
great marketing problem the department says that every 
possible measure should be taken to insure the safe storage 
and handling of this enormous crop. 

“Last year, with a crop of about 900,000,000 bushels, the 
mshing of the grain to market immediately after harvest 
caused a congestion all the way from the terminal markets 
to the farm. The wheat ‘backed up’ after the terminal ele- 
yators were full and congested the railroads and all coun- 
try elevators. The result was that embargoes were placed 
on further shipments until the terminals could be cleared. 
Fortunately, the winter was an open one or the loss due 
to lack of proper storage would have been heavy. 

“Attention is called by the Bureau of Markets to the 
situation that prevailed in North Dakota in the winter of 
1915-16, following a crop in that state of 150,000,000 bushels. 
Qwing to a congestion of elevators at country stations, due 
to the inability of the railroads to carry the wheat away 
as rapidly as the farmers hauled it in, platforms were built 
and hundreds of thousands of bushels of wheat were piled 
uyinthe open. In addition, great quantities of wheat were 
stored in improvised bins. 

“One result of this condition was that during the fol- 
lowing summer many farmers provided themselves with 
galvanized iron storage tanks on their farms. 

“In Washington and Oregon, last year and in 1917, many 
farmers built portable wooden storage bins to hold about 
1,000 bushels each. 

“In some parts of the country last summer, especially in 
Indiana, for example, stacking was a feature of crop han- 
dling where it never had been before. Stacking is a par- 
tial solution of the grain congestion problem which every 
farmer can apply. Furthermore, he is likely to be a gainer 
by the practice, for wheat that sweats in the stack, except 
during an unusually dry harvest season, will be of better 
quality than if thrashed from the shock. If stacked at once 
after harvest, weather permitting, the farmer may then 
thrash and market the wheat at his convenience. There 
is the further advantage that the wheat will not deteriorate 
should-rains come, as it would do in the shock. As a mar- 
keting proposition, stacking as soon as the wheat has be- 
come thoroughly dry after harvest is good business, partic- 
ularly with a billion bushel crop and congested storage fa- 
cilities in sight. 

“Farmers should consider the question of providing them- 
selves with storage facilities. Provision may be made to 
store wheat in buildings already constructed on farm gran- 
aties and portable bins may be provided. The United 
States Department of Agriculture has specifications for a 
portable farm granary, issued as Markets Document No. 
1 Dg 


Mr. Bush directs that a copy of this circular be placed in 
the hands of all concerned, particularly of traffic officers. 
At interior points, he says, it would be a good thing to 
have a canvass made of the situation, and where there is 
to be a big crop the construction by farmers and shippers 
of additional facilities for the storage of grain should be 
encouraged. 


ILLINOIS CENTRAL TARIFFS 


The. Trafic World Washington Bureau. 


The Illinois Central, in tariffs filed with the Commission 
May 17, cancelled a number of its own tariffs and sub- 
stituted for them tariffs prepared by F. L. Speiden of the 
Louisville Tariff Bureau. The fact that the Illinois Cen- 
tral is using agency tariffs to carry rates to points on its 
own lines is somewhat of an innovation because that car- 
ner, heretofore, generally speaking, has regarded agency 
tariffs for application to local stations on its own line 
with something, apparently, akin to horror. The cancella- 
lions are to become effective June 15. 

_In Supplement 18 to its Tariff 280B, I. C. C. 5246, carry- 
Ng various commodity rates from Ohio and Mississippi 
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River crossings and related points to stations on the IIli- 
nois Central (Southern Lines), and stations on the Chi- 
cago, Memphis & Gulf, is to be superseded by Speiden’s 
Tariff 7A, I. C. C. 207, and his Tariff 32, I. C. C. 235. 
Illinois Central Tariff 902B, I. C. C. 5170, applicable on 
grain and grain products from Ohio and Mississippi River 
crossings and points related thereto to points on the 
Illinois Central (Southern Lines) is cancelled by Supple- 
ment No. 17 and is to be superseded by Speiden’s Tariff 
7A, I. C. C. 207, and Tariff 33, I. C. C. 236. Illinois Central 
Tariff 292A, I. C. C. 5242, is cancelled by Supplement ivu. 
14 thereto, and is to be superseded by Speiden’s Tariif 
7A, I. C. C. 207, and Speiden’s Tariff 35, I. C. C. 238, they 
carrying rates on various commodities from Ohio and Mis- 
sissippi River crossings and related points to stations on 
the Y. & M. V., and from Memphis, Helena, Greenville, 
Vicksburg, Natchez and North Baton Rouge to stations on 
the Y. & M. V. Supplement No. 21 to Illinois Central 
Tariff 290A, I. C. C. 5139, cancels that issue, which is to 
be superseded by Speiden’s Tariff 7A, I. C. C. 207, and 
Speiden’s Tariff 35, I. C. C. 238, carrying commodity rates 
from and to the same points to which Illinois Central Tariff 
292A, I. C. C. 5242 applies. Supplement 20 to Illinois Cen- 
tral Tariff 250A, I. C. C. 5137, cancels that tariff. It is to 
be superseded by Speiden’s Tariff 7A, I. C. C. 207, and | 
Speiden’s Tariff 30, I. C. C..203. They carry class rates 


from Ohio and Mississippi River crossings and related 
points to stations on the Illinois Central (Southern Lines) 
and stations on the Chicago, Memphis & Gulf. 


CONTROL OF WIRE COMPANIES 


The Trafic World Washington Bureau. 


A joint resolution was offered in the House May 19 by 
Mr. Steenerson, the new chairman of the postoffice com- 
mittee, providing for immediate return to their owners 
of the telephone and telegraph companies. The resolu- 
tion also provides that within six days after the termina- 
tion of control, President Wilson shall make a complete 
report of the financial results of control and operation of 
the wire companies up to March 31 and another report on 
the financial results of operation since that date. 

Comparatively early action on wire return is believed to 
be indicated by an agreement of majority senators, reached 
in conference after the introduction of the Steenerson reso- 
lution; to have an immediate return bill offered in the 
Senate and supported by all the majority senators: Quick 
legislation on the subject was requested in appeals from 
Theodore N. Vail, president of the Bell interests, and G. 
W. Robinson, president of the Independent Telephone As- 
sociation. 


NEW CONGRESSIONAL COMMITTEES 
NAMED 


The Trafic World Washington Bureau. 


As announced at the conference of the majority members 
of the House of Representatives, the Republican members 
of the committee on interstate and foreign commerce will 
be composed of John J. Esch, of Wisconsin, chairman; 
John G. Cooper, of Ohio; Edward E. Denison, of Illinois; 
Franklin F. Ellsworth, of Minnesota; Edward L. Hamilton, 
of Michigan; Schuyler Merritt, of New York; James S. 
Parker, also of New York; Everett Sanders, of Indiana; 
Walter R. Stiness, of Rhode Island; Burton E. Sweet, of 
Iowa; Henry W. Watson, of Pennsylvania; J. Stanley Web- 
ster, of Washington, and Samuel E. Winslow, of Massa- 
chusetts. 


The Democratic or minority members will be announced 
after the conference of that party has rearranged the per- 
sonnel of the committee which, on account of the reversal 
in November, 1918, will have to be reduced. ‘ 

The majority members of the committee of merchant 
marine and fisheries, the body that will consider Il¢gisla- 
tion pertaining to the merchant marine, will be William 
S. Greene, of Massachusetts, chairman; William N. An- 
drews, of Maryland; Sherman E. Burroughs, of New Hamp- 
shire; Carl R. Chindblom, of Illinois; Frank Crowther, of 
New York; Charles F. Curry, of California; George W. 
Edmonds, of Pennsylvania; Frederick R. Lehlbach, of New 
Jersey; Clifford E. Randall, of Wisconsin; Edwin D. 
Ricketts, of Ohio; Frederick W. Rowe, of New York; Frank 
D. Scott, of Michigan, and Wallace H. White, of Maine. 
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U. S. SHIPS IN FOREIGN TRADE 


The Trafic World Washington Bureau. 


In a letter to Chairman Hurley, Mr. J. H. Rosseter, di- 
rector of the division of operations of the Shipping Board, 
thus expresses his views on the operation of vessels flying 
the American flag and engaged in foreign trade: 

“In compliance with your request, I am happy to send 
you a brief statement of my views on the question of suc- 
cessful operation of ships under the American flag in for- 
eign trade. 

“At the outset I wish to state with utmost emphasis and 
firm conviction that there are no insuperable obstacles to 
our success in competition with other nations. Against 
this you hear men of experience in shipping assert with 
equal emphasis that our disabilities, particularly the higher 
cost of manning, are such as to place American ships at a 
hopeless disadvantage. Such adverse statements, given 
wide publicity, naturally confuse the public mind, causing 
a feeling of uncertainty and hesitation very prejudicial to 
our aspirations. 

“As often happens in large questions, the controlling 
factors are overlooked or neglected. The amount of wages 
paid is to be properly measured by accomplishment. It is 
true we have a larger number of officers and men on a 
ship than required under foreign flags, and that we pay 
higher wages and provide better food, all of which cost 
more than our competitors are paying. That is not to be 
contradicted and for my part it is not to be changed, con- 
fidently expecting, as my own experience has proven, that 
we get better and more efficient service from men who 
are well paid and well fed. 

“We also suffer extra cost as a result of stupid and need- 
less regulations in the form of tonnage measurements, etc., 
which should and undoubtedly will be corrected. 

“Much emphasis has been laid on these items and too 
little attention given to the really important problems. 
Within our reach are advantages to be gained, far off- 
setting our disadvantages, and I confidently believe that 
American ingenuity when properly directed will triumph. 

“As an example, consider the cost of water-borne com- 
merce on the Great Lakes. There you find, under the spur 
of necessity and achievement, that American-built and 
American-manned ships are handling and carrying cargo at 
the lowest cost per ton known in world’s commerce. It is 
but a step to the equal accomplishment in our ocean busi- 
ness, but we must approach the problem with confidence 
and determination. 

“The prejudice of higher costs of manning, by which 
I mean larger crews at higher pay and extra cost of victu1l- 
ling, can be fairly stated as amounting to less than 2 per 
cent of the total operating expense. This can be entirely 
offset, and more, by a reasonable increase in the speed of 
our ships and by improving loading and discharging equip- 
ment, thus reducing the time in port as well as on voyage. 

“Again, there is the problem of improving the method 
of propulsion by utilizing the great natural advantage we 
hold in our supply of oil fuel. As you know, even with the 
ordinary reciprocating type of engine we get one-third 
greater distance from a ton of oil than from a ton of coal, 
besides doing away with the so-called ‘black squad,’ which 
means a reduction of at least six men in the engine room. 
So great are the possibilities in the field of propulsion that 
I will not venture even a surmise as to what may be ac- 
complished in that respect. 

“Other questions which have a most important bearing 
on our maritime enterprise may be briefly mentioned: 

“(a) Cost and type of construction, in which we should 
lead the world; 

“(b) Utilization of natural highways and channels of 
trade, including co-ordination of railways and steamship 
lines; 

“(¢) Development of efficient maritime organizations 
abroad as well as at home. Without proper representation 
and facilities abroad we would be at a fatal disadvantage; 

“(d) Assurance to shipowners and merchants of the 
lowest rates of marine insurance; 

“(e) The most favorable facilities for foreign exchange 
and discounts; 

“(f) Such conservation or legislation as may be'neces- 
sary to assure a supply of oil fuel for our ships. 

“These are the real problems we are facing, and con- 
fident of a successful solution, I believe firmly that we 
will reach a high place in the world’s commerce. 
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“The prize is a great one. Aside from feelings of na, 
tional pride and considerations of national security, oy, 
merchant marine will bring in increased revenue more 
than $500,000,000 a year to our national resources, whieh 
is a very moderate estimate, taking but small account of 
the great increase in trade.” 


ALLOCATION OF SHIPS 


The Trafic World Washington Bureay, 


The allocation of twelve additional ships to trade routes 
between southern ports and South America will be con. 
pleted by fall, officials of the Shipping Board announce. 
Seven of the ships will ply between Wilmington, N, ¢ 
Charleston, S. C., Savannah and Brunswick, Ga., and South 
American ports, and five between New Orleans and Brazil, 

The South Atlantic coast ports, through the South At. 
lantic Maritime Corporation, recently petitioned the board 
for the allocation of fourteen ships to South American 
trade routes. One ship has been placed in this service and 
six more will be added in the near future, Shipping Board 
officials say. 

New Orleans has been active in its efforts to get the Ship. 
ping Board to place more vessels in the trade route be. 
tween it and Brazil ports. Five ships, two of which will be 
allocated to the New Orleans-Brazil route by August, will 
be placed in this service by fall. New Orleans shippers 
have cargoes for shipment to Brazilian ports and the re. 
turn cargoes will consist of coffee. 

Shipping Board officials desire to assist in the develop. 
ment of the South American trade, but they say that until 
the ships that are being used in European relief work are 
released for other service, the southern ports will not be 
able to obtain as many ships as they would like to have. 


PLANS FOR SALE OF SHIPS 


The Trafic World Washington Bureau, 


A new policy has been adopted by the Shipping Board 
for the disposition of its fleet of wood steamers with a 
view to widening the market for their purchase and to 
give opportunity for all persons interested to enter com 
petition for this tonnage. 

There will be three arrangements for payment for the 
steamers, and under these arrangements responsible par 
ties will be enabled to buy the wood steamships on rea 
sonable terms. 


The first basis will be on a cash sale proposal. Another 
basis will be 50 per cent paid on delivery of the sicamers 
and the balance to be paid in quarter annual payments 
over a period of two years. The third arrangement will 
be 25 per cent of the purchase price, to be paid on delivery 
of the steamer, and the balance in quarter-annual payments 
over a period of three years. 

There will be a difference in the prices which the Ship 
ping Board will accept for the purchase of these vessels 
under the above arrangements. The cash price will be 
lower than the price if 50 per cent is paid, and the 25 per 
cent arrangement will carry a still higher’price per dead: 
weight ton. 

In this way, it is explained, not only the larger steam 
ship interests with a large amount of financial backing 
will be able to negotiate for the purchase of the steamers, 
but also those shipping interests which have not such a 
financial backing will be able to buy the vessels by the 
payment of their half or quarter down and the balance 
over a sufficiently long time to allow them to arrange their 
finances and use the profits which they will make in the 
operating of the steamers in their payments. 


The Shipping Board will negotiate the sale of these vés 
sels to foreign interests that may be interested, but it will 
be distinctly understood that the transfer of flag to aly 
foreign registry will not be permitted until the full pur 
chase price is completel. In the eyent either an Americal 
purchaser or foreign purchaser buys a boat on the term 
arrangement and desires to transfer her flag before the 
time payments have been completed, it will then be nece* 
sary for them to complete the time payments when the! 
desire the transfer of registry consummated. It is felt 
that under this arrangement much interest will be stim 
lated in negotiating for the purchase of this wooden tor 
nage. There is a large demand for tonnage at present. 
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EXPORT TRAFFIC REPORT 
The Trafic World Washington Bureau. 


According to a report made public May 19 by. Walker D. 
Hines, Director-General of Railroads, for the week ended 
May 14, there were 30,710 carloads of export freight on 
nand, exclusive of bulk grain and coal, at North Atlantic 
ports. This is a decrease of 729 cars as compared to the 
week previous. 

On the same date there were 8,367 carloads of export food 
on hand at these ports, an increase of 423 cars over the 
previous week. There were 1,435 cars of provisions on 
hand as of May 14, assigned to the British, French and 
Italian governments, Belgian Relief Commission, Food 
Administration and Packers’ Relief. 

On May 14 there were 15,199,215 bushels of grain on hand 
at North Atlantic ports. Of this amount, 6,814,013 bushels 
were received during the week, while 9,638,132 bushels 
were cleared. 

At South Atlantic and gulf ports, as of May 10, there 
were 9,937 carloads of export freight on hand, as against 
10,216 cars on May 3. On May 10 there were 2,776,117 
bushels of grain in elevators at these ports. 

The report follows: 


Port Situation on Overseas Traffic 


Except as otherwise specified, the situation is as of May 14, 

1919. 
° Received. Delivered. 

Week ending May 14. In cars. 
Export freight received and delivered at 

north Atlantic ports (exclusive of bulk 

Srain GWE COG) ssc occ. cccwscccsesesesdoe.s 10,117 
Or an excess of deliveries over receipts of 412 cars. 


Food Situation 


As of the 14th instant, reports show at North Atlantic 
ports 8,367 carloads of export food on hand (exclusive of 
bulk grain), as compared with 7,944 carloads as of May 7, 
an increase of 423 cars. These cars are distributed among 
the various ports as follows: 


10,529 


Newport News .......ee- 
Norfolk 


Total 


Saar 
Boston 
Philadelphia 
ee ere 


coerce seeeecccees 9 DEL $jéIsINOTIOIN oc ceeseeeressecce 


ee 


Boston—Situation at this port.is generally satisfactory. 

New York—No important change in conditions at New 
York. 

Provisions on hand on the morning of the 14th instant 
were 1,435 cars of ownership as follows: 

Cars. 

Packers’ Relief ....622200+ § 
Miscellaneous ....cccoocces 


PE: 2kenidivssstavewwen 
RS er ee 
DEE wus bisects eects sah ew waw 


Food Administration ..... 


Last week’s report showed 994 cars on hand, the in- 
crease being 441 cars. 

The tonnage offering for provisions is satisfactory. 

Operations have been handicapped at railroad terminais 
to some extent by a shortage of boats to take care of freight 
ordered and available and this matter is being given con- 
sideration. 

The activities of the Delinquent Bureau are showing sat- 
isfactory results. 

Philadelphia and Baltimore—Nothing special reported 
and conditions generally satisfactory. 

Newport News—Grain permitted to Newport News has 
begun to move, and the attention of the Food Administra- 
tion has béen directed to supplying the necessary tonnage. 

Grain Situation—The grain situation as of May 14 indi- 
cates, as to North Atlantic ports, there are 15,199,215 bush- 
els of grain in the elevators. While there has been re- 
ceived in the elevators 6,814,013 bushels, there has been 
cleared during the week 9,638,132 bushels, an excess of 
deliveries over receipts of 2,824,119 bushels. 

South Atlantic and Gulf Ports—At South Atlantic and 
Gulf ports, as of May 10, there were 9,937 carloads of ex- 
port freight on hand as against 10,216 cars of May 3, a 
decrease of 279 cars. 

Grain—Stocks of grain in elevators as of May 10, 2,776,- 
117 bushels as follows: 


q Bushels. 
New Orleans ......... 2,102,413 
Sart Arthur ........0¢ Empty 
meee GMS. . 3c. coset Empty 


Bushels. 
673,704 


i's sa aidcue meg 2,776,117 


eee eee eeee 
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Arrived during week....... 693 
Delivered ships during week 592 621 436 
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The situation as regards grain is satisfactory. 


General Comment of the Past Week’s Operations in Export 
Traffic at South Atlantic and Gulf Ports 


Wilmington—Inactive. 

Charleston—Four barges cleared with coal for Havana. 

Savannah—One steamer sailed with 5,430 tons of pea- 
nut cake for Helsingfors and 1 steamer sailed with mixed 
cargo for Liverpool. Five steamers in port loading mixed 
cargoes for Europe. 

Export loads in yards on wheels 338, in warehouses and 
on piers 1,357, and on ground 1,041. Total, 2,736, com- 
pared with 2,615 previous week. 

Brunswick—One steamer cleared with mixed cargo for 
Liverpool and 1 in port loading cargo for the British gov- 
ernment. 

Fernandina—Inactive. 

Jacksonville—One vessel cleared with flour for the Brit- 
ish government. 

Pensacola—One barge cleared with lumber for Sweden 
and another with lumber for Holland, one schooner load- 
ing lumber for Sweden and one loading lumber for Cuba. 

Mobile—One steamer cleared with staves for Portugal 
and two with mixed cargo for Liverpool, one steamer load- 
ing mixed cargo for Cuba, two schooners loading shooks 
for Guadaloupe, two with lumber for Porto Rico and iwo 
with lumber for Holland. The Munson Line advises steam- 
er has been allocated to Mobile for the middle of May sail- 
ing to Buenos Aires, which will clean up the South Ameri- 
can freight which has been on hand for some time. 

Gulfport—Eight steamers are in port loading lumber for 
Cuba, South America and Africa. 

New Orleans—Nine vessels cleared with cargo for Mex- 
ico, eleven for Central America, three for Cuba, one for 
Jamaica, seven for Europe and one for Japan. Forty-three 
ships are in port loading for foreign destinations. Export 
loads in yards on wheels 863, in warehouses and on piers 
1,316, and on ground 958. Total 3,137, compared with 3,200 
week previous. 

Port Arthur—One vessel loading lumber and steel for 
Madagascar. 

Texas City—One steamer loading mixed cargo for Mex- 



































































ico. 


Galveston—Six vessels cleared with mixed cargo, in- 


cluding 80,000 bales of cotton for various European destina- 


tions. . Mar, 

Six additional vessels are loading barley, flour, cotton- 
seed cake and approximately 100,000 bales of cotton for 
European destinations. 

Export loads in yards on wheels 98, in warehouses and 


on piers 1,334, and on ground 52. Total, 1,484, as compared 
with 1,808 week previous. 


Summary Pacific Coast Situation 


SAN FRANCISCO. 


April 18 
Careisiws nied Siea bags a 527 


Vf 


April 25. May 2. May 9. 
474 408 452 


Se TE a cin ae dis side wine 4 f 0 
CU GOEL iso hi. 04 hs 868 


478 408 


Arrived during week........ 335 342 
Delivered ships during week 349 388 412 


PUGET SOUND. 
1,991 2,030 
707 676 


2,773 2,698 - 2,706 


reer Perr ee 42 120 132 
578 449 


SHIPMENTS TO CUBA 
Regional Director Winchell in his Circular Letter No. 


437, concerning the issuance of export bills of lading cov- 
ering traffic destined to Cuba, says: 


“Through shipments consigned to Cuban destinations 


may be taken under through export bills of lading via 
South Atlantic or gnif ports, or under domestic bills of 
lading applying to one of these ports ‘for export.’ 
mestic bill of lading applying through to Cuban destina- 
tions should not be used in any case. 


A do- 


“It should be seen that agents at points of shipment 


are provided with export bill of lading forms to meet all 
demands upon them.” 











Steamer. D. W. Loading Port. 
ED 6 ics cntbackaccemanianbanion 8,800 New York 
WE lun bh Sowa s Maw oneenetrestobeess 7,300 New York 
CN : IE «aoe in 0:05. 050s hawieecae 7,371 New York 
OEE OO 7,462 New York 
De MEE oc cantesttecneasenes 3,500 Norfolk 
PN MUMMIES ood scciwesasetebsede 3,500 Philadelphia 
SL, cc ous aamekadegad eenaenie 5,700 Baltimore 
I CN oo ia no niee'and ake eae &,800 Texas City 
| i al RES PE ES Stree Se 8,800 Galveston 

Sub. Yomachichi delayed for repairs. 
ae | rarer 6,77 Wilmington, N. C. 
Waker LAGE 6..6ccsciccccecocceeess 8,594 Savannah 

Changes— 

Naiwa (Ex. List. $9)... ....ccccstmece 8,827 Norfolk 
Oakland (Hix. List 62)......cccsmecs 9,330 New York 
West Compo (Ex. List 66)......... 8,800 Savannah 


NO. 


Steamer D.W. Loading Port 
ro, i... | MERE OE TRE e eee 3500 Jacksonville 
Re, CHOBE 2c cevcecssstevesccctswes 3500 Jacksonville 
SE Ee rere ree 3500 Jacksonville 
DENT GUPUED ccecccstvescescesceses 3500 Jacksonville 
Mayport Gwe0d)  ..cccvecccccccccecios 3500 Jacksonville 
Caribou (wood) ....... Sag ehanaiatadamente 3500 Jacksonville 
TEAUSOEE CHGOE) oc cccccccecccnceccces 3500 Jacksonville 
Fort George (WO0d)...cccccccccccece 3500 Jacksonville 
COMO EWGOED 66060 cc ce vccvrcsrees 3500 Jacksonville 
WOrmMamGian CWOOE) ...cccccacccccsces 3500 Brunswick 
eS Re eee 3500 Brunswick 
Battahatchee (WOOd) .......+...see- 3500 Baltimore 
eee Se ere eee 3500 Baltimore 
Eee eee 3500 Baltimore 
Blythedale (WOOd) ...cccccccccccccce 3500 Baltimore 
TSBAGMONA CWOGE)  ccccciiccovecccccce 3500 Baltimore 
WOGSGURTE CWOOES® 0c cc cccccvevcccesevee 3500 Baltimore 
Parnas COONS cc ccccccscesceccecsoes 3500 Baltimore 
ED cc vaclvcdeatenemedaaned 3500 Norfolk 
pO ee SS PORE 3500 Philadelphia 
SS.” Ce 3500 Philadelphia 
TPGEROT, CHGOE) oocicicecdcccccccceve 3665 Havana 
rear rr rer ee 3500 Mobile 
TOMATO CWOOE) ..cccccncccccscvccces 3500 Pensacola 
CL, aicdncbagideneneateanmens 8500 Norfolk 

Changes: 

Maguncook (Ex. List No. 63........ 6000 New York 
Eastern Light (Ex. List No. 50)....10705 New York 
Nantasket (Ex. List No. 59)........ 8500 New York 
Cohasset (Ex. List No. 59).......... 8500 Savannah 

Steamer. D. W. Loading Port. 
Wrest MIGAIS 600 cccdccsccne piteawene 8,800 New York 

Changes, 
pS he OR ST ES eer 8,800 Portland, Me. 
Eastern Shore (Ex. List 61)........ 11,054 Portland, Me. 
Precyvom Hix. East GO). cc ccvcccscace 6,020 Portland, Me. 
ee) a Serer 5,600 Portland, Me. 
GUBIME CH. EAR CE) oc ccicccvccccss 9,330 New York 





EXPORT AND IMPORT RULES 


The Trafic World Washington Bureau. 


The War Trade Board announces that, effective May 12, 
1919, the Bureau of War Trade Intelligence has been 
merged into the Bureau of Enemy Trade. Such work of 
the Bureau of War Trade Intelligence as is still being 
carried on will be conducted in the future by the Bureau 
of Enemy Trade. 

Amending War Trade Board Ruling 679, issued April 2, 
1919, the War Trade Board announces that applications 
will now be considered for the exportation to German 
Austria of all commodities, including the “restricted” com- 
modities mentioned in said ruling. Otherwise the regula- 
tions contained in War Trade Board Ruling 679 continue 
in effect. 


TARIFF PUBLISHING AGENTS 


The Western Freight Traffic Committee, in a circular 
to freight traffic officers of railroads under federal control 
in Western territory, gives the following list of established 
freight tariff bureaus and publishing agents as appointed 
by the Director-General: 

Eastern Freight Tariff Bureau, New York, F. S. Davis, 
agent. 

Central Freight Tariff Bureau, Chicago, E. Morris, agent. 

Atlanta Freight Tariff Bureau, Atlanta, Ga., J. H. Glenn, 
agent. 

Richmond Freight Tariff Bureau, Richmond, Va., J. J. 
Cottrell, agent. 


THE TRAFFIC WORLD 
SAILINGS OF VESSELS 
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Destination. Cargo. Loading Date. 
Antwerp General Last half May. 
Antwerp General Last half May. 
Bordeaux General End May. 
Plate General End May. 

W. C. S. A. Coal Promrt. 
Havre Gasolene and lub. oil May 24. 
Gothenburg Coal Prompt. 

Havre Cotton End May. 
Barcelona Cottor. End May. 
Havre Cotton End May. 
Liverpvol Cotton End May. 

La Pallice Railway cars Prompt. 

La Pallice Railway cars Prompt. 
Havre Cotton Prompt. 
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Destination Cargo Loading Date 
U. K. or Antwerp Lumber Late May 
Antwerp Lumber Late May 
U. K. or Antwerp Lumber Late May 
U. K., Rotterdam or 

Antwerp Lumber Early June 
London Lumber Last Half June 
U. K. or Antwerp Lumber Late June 
U. K. or Aniwerp Lumber Late June 
U. K. or Antwerp Lumber Mid July 
Liverpool Ties Mid July - 
Liverpool Ties Mid June 
Liverpool Ties Mid June 
Stockholm Coal Prompt 
Gothenburg Coal Prompt 
Gothenburg Coal May 20 
Gothenburg Coal Prompt 
Gothenburg Coal Prompt 
Gothenburg Coal Prompt 
Gothenburg Coal May 24 
London Lumber Early June 
Rotterdam Coal Prompt 
Rotterdam Coal Prompt 
London Rum Last Half May 
London Pine Lumber Prompt 
London _ Pine Lumber Prompt 
La Pallice Railway Cars Prompt 
Rotterdam General Prompt 
Rotterdam General Prompt 
Liverpool General Prompt 
Havre Cotton Prompt 
7, 
Destination. Cargo. Loading Date. 
China, Japan, Manila General First half June. 
Havre ; Wheat Prompt. 
Havre Wheat Prompt. 
Havre Wheat Prompt. 
Havre Wheat Prompt. 
Swiss relief Swiss Prompt. 











Louisville Freight Tariff Bureau, Louisville, Ky., F. L. 
Speiden, agent. 

New Orleans Freight Tariff Bureau, New Orleans, La., 
W. P. Emerson, agent. 

a Freight Tariff Bureau, Chicago, Ill., E. B. Boyd, 
agent. 

Trans-Continental Freight Tariff Bureau, Chicago, IIl., 
R. H. Countiss, agent. 

Southwestern Freight Tariff Bureau, St. Louis, Mo., F. 
A. Leland, agent. 

Pacific Freight Tariff Bureau, San Francisco, Calif., F. 
W. Gomph, agent. 

North Pacific Coast Freight Tariff Bureau, Portland, 
Ore., S. J. Henry, agent. 

Northwestern Freight Tariff Bureau, St. Paul, Minn., 
Geo. C. Wright, agent. : 

Texas Freight Tariff Bureau, Dallas, Tex., A. C. Fonda, 
agent. 
‘ 2 gives also the following agents for publications speci- 
ed: 

R. N. Collyer, Official Classification. 

J. E. Crosland, Southern Classification. 

R. C. Fyfe, Western Classification. 

L. A. Lowrey, Chicago District switching tariffs. 

George Merki, transit \tariffs and regulations in Central 
territory. \ 

W. J. Sedgman, ocean and rail rates account of coast- 
wise steamship lines. 

C. B. Guthrie, Joint Tariff Index. 

G. P. Conard, Equipment Register. 

C. E. E. Childers, F. V.:Davis, A. P. Gilbert and C. J. 
Pierce, joint tariffs of certain associated roads. 
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Questions and Answers 
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+ 
Interchange 


Indiana.—Question: Our, plant is located on the sidings 
of the “A” railroad, which road has an interchange con- 
nection with the “B” railroad. 

One of the officials of the first-named line has issued 
orders prohibiting the interchange of outbound shipments. 
For instance, if we have a carload shipment for a local 
point on line “B,” line “A,” instead of making the inter- 
change at this place, issues a bill of lading and hauls the 
shipment to some other interchange. 

What authority has line “A” for this action? 

Answer: Assuming that your plant is located within 
the switching limits of the point of origin and that the 
charges via the route shipments are moving under instruc- 
tions from the officials of the initial carrier are not in 
excess of the local rates of the destination line from origin 
to destination plus the switching charge of the initial line, 
and that the service accorded is reasonably satisfactory, 
the initial carrier is within its rights in delivering ship- 
ments to the destination line at some point of interchange 
other than the point at which your plant is located. 

This is no doubt done to afford the initial carrier a road 
haul instead of a switch movement, and if this arrange- 
ment is satisfactory to the destination line, there can be 
no valid objection on the part of the consignor if reason- 
ably satisfactory service is accorded. 


Absorption of Switching Charges on Competitive Traffic 


Kentucky.—Question: A carload shipment of tight bar- 
rel staves moves from Paragon, Ky., a point on the M. & 
N. F. R. R., to Cincinnati, O. (Brighton Station), a point 
on the C. & O. and C. & O. of I. Ry. The M. & N. F. 
delivered the car to the C. & O. at Morehead, Ky., the 
junction of the two roads. There is a through rate More- 
head to Cincinnati, O., but not a rate to Brighton Station, 
but the tariff provides the following clause: “To any 
point of destination not named herein, but located on the 
Cc. & O. Ry. intermediate to Cincinnati, or other points 
named the same rate will apply.” 

On arrival of the car at destination the car was placed 
on a team track for unloading, and a switching charge 
assessed against the car in addition to the rate as named 
in the tariff. The railroad gave as their authority for the 
switching charge: “owing to the originating line not be- 
ing a competitive line, the delivering line will not absorb 
the switching charge.” 

Is this a legal charge? Would you not term this a dis- 
crimination, from the fact that if the originating line was 
a competitive line, they would absorb the switching charge? 

Answer: Brighton, O., is not shown as a point of de- 
livery on the C. & O. R. R. in Agent R. S. Pierce’s Tariff, 
I. C. C. No. 8, which provides for deliveries within the 
Cincinnati, O., switching limits, and C. & O. R. R. Tariff 
I. C. C. No. 6787 provides that no absorption will be made 
of connecting lines’ switching charges on traffic originating 
at points on the M. & N. F. R. R., therefore, the switching 
charge of the connections of the C. & O., namely, the 
B. & O. R. R. and the C. N. O. & T. P. R. R., on which 
roads Brighton, O., is located, is lawfully applicable in 
addition to the through rates from point of origin to des- 
tination. = 

It is the general practice of carrier to absorb switching 
charges at destination only on shipments originating at 
competitive points, and this practice has been approved by 
the Commission in Conference Ruling 304 (d) and in the 
Commission’s decisions in the cases of Orrin S. Good vs. 
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G. N. Ry., 42 I. C. C. 347, and Curtis Brothers & Co. vs. 
Southern Pacific Co., 23 I. C. C. 372-373. 


Reconsignment Charge on Shipments Moving on Combina- 
tion Rates 


New York.—Question: We have noted your discussion 
under head of “Pennsylvania” in your issue of April 19, 
wherein question has been asked, if a reconsignment 
charge can be properly assessed on carload shipments 
refused by consignee and later billed to a new destination 
at regular rates, new bills of lading being issued in each 
instance. 

This ruling seems unreasonable. It always has been our 
understanding in such instances, when a car is refused by 
consignee, the seals, of course, broken, that a reshipment 
to another point would be subject to the local rate from 
such point of reshipment to final destination and any 
charge in excess of that would, of course, exceed the local 
rate from point of reshipment to final destination. 

Take, as an instance, a car of seed from Chicago. If 
that car arrived at Buffalo, seals broken and later re- 
shipped to New York, from our understanding of the 
article, it would be subject to a reconsigning charge in 
addition to the local rate, from Chicago to Buffalo and 
from Buffalo to New York. If, on the other hand, the 
same car was brought into our house, unloaded and after 
a time reloaded to New York there would be no reconsign- 
ing charge. The first instance would cost the carriers 
nothing, but the second instance. would cost the line car- 
riers the switching charge in and out and, in addition, the 
use of additional equipment, etc. 

If we are correct in our interpretation of the decision 
of the Commission in I. and S. Docket No. 1050, then we 
believe the shippers are being treated unfairly, and some 
action ought to be taken to correct the injustice. 

Answer: Your attention is directed to rule 12 of the 
reconsigning rules prescribed by the Commission in I. and 
S. Docket 1050, “Reconsigned Cases,” which provides for 
the following: 

Diversion or Reconsignment to Points Outside Switch- 
ing Limits After Placement.—If a car has been placed for 
unloading at original destination and forwarded therefrom 
without being unloaded to a point outside of the switching 
limits, it will be subject to the published rates to and 
from the point of reshipment, plus five dollars ($5) per 
car, reconsignment charge, except that in no case shall 
the total charge be less than the charge based on the 
through rate from point of origin to final destination, plus 
$5 per car reconsignment charge.” 


Under the application of this rule and of rule 9, quoted 
in the answer to “Pennsylvania” on page 846 of The Traf- 
fic World for April 19, 1919, the assessment by the car- 
riers of a reconsigning charge on shipments such as you 
refer to is proper and this was clearly sanctioned by the 
Commission in its approval of those rules in its decision 
in I. and S. Docket 1050, in which case the Commission 
fully considered the rules proposed by the carriers for 
handling of reconsigned shipments. 


Demurrage on Shipment Consigned to Prepaid Point With- 
out Prepayment of Charges 


Michigan.—Question: “A” shipped a car of coal from 
“B” to a prepaid station just outside the limits of the city 
of Detroit. The car was allowed to come forward without 
being prepaid, yet the railroad company’s tariff showed 
this particular station as a prepaid station. When the 
car arrived in Detroit it was held for charges, the con- 
signee did not receive a notice from the railroad company 
of its arrival in Detroit. Before it came to their knowl- 
edge that the car was being held a large car service bill 
had accrued. Can the initial carrier make the error of 
not collecting freight before shipment and the delivering 
carrier hold the car for freight charges when the contract 
of transportation read to a prepaid station? Should not 
the initial carrier be responsible for any damage of this 
character accruing against the consignee? 

Answer: While it is optional with the carrier as to 
whether or not it will require the prepayment of charges on 
shipments destined to prepaid points, in view of the fact 
that it accepted this shipment without prepayment and 
shipment was held at Detroit for the payment of charges 
without notice to the consignee of its arrival, the initial 
carrier is liable for the demurrage charges accruing as a 
result of its error. 
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Legal Rate Applicable 


Minnesota.—Question: Will you please give us your 
opinion on the following proposition? 

In a tariff to which A, B and C railroads are parties 
there is a through interstate rate named between two 
points, and the only service to Duluth, one of the points, 
is over the B railroad. There is a note in connection 
with the item carrying this rate to the effect that it ap- 
plies over all lines parties to the tariff with the exception 
of A railroad, which would mean that it would apply via 
B railroad; but in another note in the tariff to which 
reference is made, it is provided that the rate will not 
apply over B railroad. 

The tariff was a hurry-up issue and it certainly must 
have been the intention to make the rate applicable over 
B railroad, inasmuch as that is the only service to Duluth; 
but we ask for your opinion in view of the conflicting 
notes in the tariff as to what rate can properly be applied. 

Answer: The two notes have the effect of making in- 
applicable the rate shown in the tariff referred to by you 
and therefore no rate has been published therein to Duluth. 
The rate in effect prior to the publication of that tariff is 
therefore the proper rate to apply. 


Tax Not Applicable to Shipment Passing Through the 
United States 

Ontario.—Question: We note issue of The Traffic World 
on March 29, No. 13, page 706, reproduced Director Prouty’s 
Cireular No. 84 in reference to war tax on import freight. 
For our information would you say whether in your opinion 
freight originating in Canada in transit through the United 
States and clearing from a United States seaport 
to some foreign country would be properly charge- 
able with this 3 per cent tax on freight charges ac- 
cruing within the United States? Would you also say 
what the justification is for the application of this tax 
to import freight and not against export freight in view 
of the original ruling that the tax did not apply on import 
and export business? 

Answer: The rule in question has no application to a 
shipment originating in Canada and passing through the 
United States for ultimate delivery at some foreign port. 
Such a shipment is expressly exempted from the tax im- 
posed under Section 500, paragraph A, of the War Revenue 
Act, and is so construed by the Commissioner of Internal 
Revenue. In Regulation No. 49 relating to the collection 
of tax on transportation and other facilities, issued by the 
Treasury Department, Article 19, thereof provides “in the 
case of property passing through the United States from 
one foreign port ox place to another the tax does not apply. 
If, however, property, while so passing through the United 
States, be reconsigned to a destination within the United 
States, the tax applies to the transportation charges there- 
on from the point or place of entry to such destination 
within the United States.” 

Accounting Circular No. 84 is intended to apply only to 
shipments imported into the United States to a destination 
within the United States, or to shipments passing through 
the United States, and while so moving are reconsigned to 
a destination within the United States. In such cases the 
tax applies to the transportation charges thereon from 
the point or place of entry to such destination within the 
United States. This circular expressly states that “in 
order that carriers may collect the war tax on the trans- 
portation within the United States of property transported 
from a point without the United States to a point within the 
United States,” etc. 


Value: Place and Time of Shipment 


Nebraska.—Question: Some time ago we filed claim with 
the railroad company for $540.06, which included $36.94 
cost of replacement of 14,300 lbs. of wheat, this wheat be- 
ing lost in transfer of car by railroad before being deliv- 
ered at destination. The replacement cost is an extra 
increase ip price of grain during the delay in the transfer of 
car. The original cost of the entire car was $503.12. In 
the meantime, while the car was being held and transferred 
by the railroad company wheat advanced, we having to 
pay a higher price for 14,300 lbs., which amounted to an 
excess of $36.94 above the original invoice price, while 
the rulings have all been very plain that claim should be 
settled upon basis of the value of the goods at the time 
and place of origin. 

My understanding is that there has been a later ruling 
by Judge Page Morris, the U. S. District Judge of the 
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Division of Minnesota. His decision was in the case of 
McCaull Dinsmore Company vs. C. M. & St. P. Railway, 259 
F. E. D. 664. His decision being that the uniform bil! of 
lading is void under the Cummings amendment, and the 
actual value of the shipment at destination a real test, the 
loss to the shipper to be measured by the value of the 
property at the place of destination at the time it should 
have-been delivered. While I do not have the ruling com- 
plete, it is impossible to determine whether this ruling js 
substantial or not. We have a car of flour that was lost or 
destroyed in transit recently and our replacement will cost 
several hundred dollars on account of the advance in 
wheat. 

Answer: In the case above cited the courts substan- 
tially held that the stipulation in the uniform bill of lad- 
ing providing that “the amount of any loss or damage for 
which any carrier is liable shall be computed on the basis 
of the actual value of the property at the place and time 
of shipment” was a limitation of liability of the carriers 
and of the amount of recovery, and therefore unlawful and 
void under the Cummings Amendment. This view has been 
accepted by the I. C. C. in its recent ruling in the case en- 
titled “In the Matter of Bills of Lading,” 52 I. C. C. 671, 
being a proceeding of investigation into the practices of 
carriers with respect to the form and substance, and the 
issuance, transfer and surrender of bills of lading. On 
pages 708, 709, 710 and 711 thereof the Commission fully 
reviewed Section 2, Clause 3, relative to the measure of 
the carriers’ liability for loss or damage, and the applica- 
tion of the Cummings Amendment thereto, and the trend 
of court decisions thereon practically held that this clause 
is a limitation of the carrier’s liability, which should here- 
after be that required by the common law; that is, the mar- 
ket value of the goods at destination plus interest on such 
value from the date when, in general course, the goods 
should have been delivered, less the unpaid transportation 
charges, if any. As now interpreted by the Interstate Com- 
merce Commission, the clause fixing the carrier’s liability 
at the value of the property at the place and time of ship- 
ment has application only to “ordinary live stock, which 
by specific exclusion from the application of the second 
Cummings Amendment, is still subject to the first Cum- 
mings Amendment, prohibiting any limitation whatsoever 
of such liability,’ and second Cummings Amendment, 
“property, other than ordinary live stock, in respect to 
which the carriers have not been authorized or directed, in 
accordance with the provisions of the second Cummings 
Amendment, to make rates dependent upon value declared 
in writing by the shipper or agreed upon in writing as the 
released value of the property, and which, therefore, re- 
mains subject to the provisions of the first Cummings 
Amendment.” 


Express Company’s Liability in Delaying the Return of 
Refused Shipment 


Massachusetts.—Question: In the May 3 issue of The 
Traffic World, page 941, you have a decision of the ex- 
press company’s liability in delaying return of refused 
shipments. I am taking the liberty of calling your atten- 
tion to Rule 8 of Official Express Classification, Section B, 
of which reads: “In the event of non-delivery of a ship- 
ment by reason of the consignee’s refusal to accept it, writ- 
ten notice thereof must be immediately given to the con- 
signor, if known, by the agent at destination.” In your 
answer to the inquiry you say there is nothing in the 
uniform express receipt of the law that obligates the ex- 
press company to give notice to the shipper of the con- 
signee’s refusal or failure to accept a shipment. Observ- 
ance of the rules of the Express Classification on inter- 
state shipments is required of the carriers just as much as 
the observance of the terms of the express receipt, which 
is also a part of the ‘classification, or any other legal liabil- 
ity which the express company must assume. Your cor- 
respondent’s inquiry is not sufficiently definite because it 
does not give the weight of the shipment. The return of 
the shipment became a new contract, and the express com- 
pany is liable for the actual loss sustained up to the value 
declared on the shipment. 

Answer: Our correspondent is correct in the views he 
expresses above. We find that Official Express Classifica- 
tion No. 26, effective September 10, 1918, in Rule 8, para- 
graph B, provides, “In the event of non-delivery of a ship- 
ment by reason of the consignee’s refusal to accept it, writ- 
ten notice thereof must immediately be given to the con- 
signor, if known, by the agent at destination.” This being 
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a published rule of the express companies, becomes a part 
of the terms and conditions under which express companies 
receive, transport and deliver shipments, and must be 
strictly observed by them. By failing to give notice to the 
consignor of the consignee’s refusal to accept shipment, 
and return it promptly to the consignor on his instructions 
to do so, the express company would be liable for any de- 
preciation in the market value of the goods occurring 
through the delay to an amount equal to the actual loss 
sustained up to the value declared on the shipment as evi- 
denced by the express receipt. 


Interest on Overcharges 


Georgia.—Question: During September, October, No- 
vember and December, 1918, we filed claims with carriers 
entering Macon, covering overcharge on milling in transit 
claims, that is, refund as provided in transit tariffs. Car- 
riers are contending that they are not obligated to pay in- 
terest, stating that milling in transit claims are not con- 
sidered overcharge claims, but are milling in transit claims. 
I shall appreciate if you will advise through The Traffic 
World if we are entitled to interest, also give reference to 
a decision of the Commission. 
and damage claims that have been filed with carriers, some 
for more than twelve months. We believe we are entitled 
to interest at 6 per cent on all such claims. Your advice 
regarding this class of claims, together with a decision of 
the Commission, will be greatly appreciated. 

Answer: We can find nothing in Rule 489, Conference 
Rulings Bulletin 7, as promulgated by the Interstate Com- 
merce Commission, or in General Order No. 55, or in P. 
§.and A. Circular No. 41, as published by the United States 
Railroad Administration relative to the disposition of over- 
charges and other claims, that warrant the carrier to re- 
fuse to refund overcharges on milling in transit claims 
on the ground that such claims are not in fact overcharges 
in the contemplations of the rule above cited. In Rule 
489, Conference Rulings Bulletin 7, the Commission defines 
an overcharge “as the amount collected on a shipment in 
excess of the legal published rate,’’ and holds that on such 
claims interest accrues from the date of its collection by 
the carrier, whether arising from an error in rate, weight 
or classification. In General Order No. 55, the United 
States Railroad Administration considers an overcharge 
that “amount collected in excess of the correct amount due 
for each service performed, determined or determinable by 
ile application of the lawful published rate or rates ap- 
plicable to such services, plus charges for intermediate or 
terminal service not included and made a part of such 
rate or rates.” In P. S. and A. Circular No. 41, Director 
Prouty says, “In the event that an overpayment is made 
by a shipper or consignee, due to.an error in weight, rate, 
extension or classification, it is the duty of the carrier 
to promptly adjust the error.” 

So that any charge that may be in excess of the legal 
published rate, whether a through or local rate, or for an 
intermediate or terminal service not included in and made 
a part of such rate, is an overcharge governed by the rules 
above stated relative to the payment of interest. See the 
case of N. Y. Hay Exchange Asso. vs. L. V. R. R. Co., 29 
I. C. C. 93, relative to overcharge claims for demurrage, 
and that of Broduax and McLiney vs. S. L. & S. F. R. R. 
Co, Unrep. Op. A848, regarding reconsigned charges. 

As to interest on loss and damage claims, the Interstate 
Commerce Commission having no jurisdiction over them, 
they are governed by the laws of .ue several states. If a 
claim for loss or damage is litigated in the courts and 
judgment given to the claimant it seems to be fairly well 
settled that interest may be recovered as an element of 
damages. In the recent case in Nebraska, N. H. Nelson & 
Co. vs. C. & N. W. Ry. Co., 167 N. W. Rept. 574, the court 
held that where a claim or demand is made upon a com- 
mon carrier for loss or injury to goods shipped, interest 
Is properly allowable from the date of such demand. 


F. O. B. Shipment 


New York.—Question: A offered B at a certain price 
a carload of bulk apples, representing same, by letters 
and wires, to be hand picked and of a certain variety. B 
accepted offer at price asked, F. O. B. shipping point, and 
Confirmed purchase by wire, specifically mentioning that 
apples were to be hand picked and of the variety repre- 
sented by A. Upon the arrival of the shipment, however, 

discovered that same did not consist of hand picked ap- 
ples of the variety contracted for, but was made up of ap- 
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ples termed “drops,” “culls” and ciders,” badly bruised 
and in a decayed condition. 

B immediately wired A advising of this fact, and re- 
quested an allowance of fifty-five cents per one hundred 
pounds under the price asked. A agreed to reduce draft 
to. this extent and B accepted shipment. It would appear, 
however, that the weight of the shipment at destination 
checked 1,760 pounds short under the total weight con- 
tracted for, in addition to which, after working the car, B 
found that 11,800 pounds had been lost through rotten ap- 
ples. 

B accordingly filed claim against A for loss on 13,560 
pounds at the reduced price, plus the freight charges on 
that portion of the shipment short and lost account rot, 
supporting their contention of such shortage and loss with 
an affidavit. A has declined to entertain the claim, con- 
tending that the transaction was closed so far as they 
were concerned when B accepted the shipment upon re- 
duction of draft. 

Question: Was A’s obligation to B discharged in the 
acceptance of the shipment by B with the reduction of 
draft, or is there any liability attaching A for the loss 
claimed? 

Answer: If A delivered to the initial carrier the particu- 
lar quantity of apples contracted for by B, in good order, 
then A would not be liable for the safe delivery of the 
13,560 lbs. claimed by B, because the sale being made F. 
O. B. shipping point, the risk and responsibility for safe 
transit were assumed by B. Therefore, where B offered A 
to settle on allowance of 55c per 100 lbs. on account of the 
apples shipped not measuring up to the quality contracted 
for, and A accepted such offer based on the quantity actu- 
ally shipped, his obligation to B was discharged. If there 
was an actual shortage at destination not chargeable to 
shrinkage, or injury not charged to the inherent nature of 
the shipment, B could look to the carrier for his redress. 


Carrier’s Liability for Concealed Damages 


Louisiana.—Question: Please advise through your col- 
umns your opinion on the liability of a carrier in regard 
to concealed damage, particularly when it has been dis- 
covered by the consignee after accepting delivery, and the 
container has been opened without the railroad agent being 
present. 

Answer: By the first Cummins amendment it was pro- 
vided that if the goods are hidden from view and the car- 
rier is not notified as to the character of the goods the car- 
rier may require the shipper to specifically state in writing 
the value of the goods and the carrier shall not be liable 
beyond the amount so specifically stated. By the second 
Cummins Amendment this provision was eliminated and 
one substituted in place which authorized the Commission 
to establish and maintain rates dependent upon the value 
declared in writing by the shipper or agreed upon in writ- 
ing as the released value of the property. 

In the new form of domestic (straight) bill of lading pre- 
scribed by the Interstate Commerce Commission, “In the 
Matter of Bills of Lading,’” 52 I. C. C. 671, Section 2 thereof 
provides that “if the property covered by this bill of lading 
is hidden from view and the shipper has specifically stated 
in this bill of lading the value of the property, no carrier 
shall be liable beyond the amount so specifically stated, 
whether or not the loss or damage occurs from negli- 
gence.” 

A carrier would be liable for a concealed loss or dam- 
age on proof of its negligence by showing that the goods 
were delivered in good order to the initial carrier and 
that when received at destination they were in bad order, 
even though the carrier’s agent was not present when the 
goods were unpacked. On such a showing it would be 
required of the carrier to prove that the damage resulted 
from causes for which it was not liable, or after delivery ot 
the goods had been made to the consignee. 


Time Within Which to File Claim for Lost Shipment 


Maryland.—Question: On filing claims with the railroad 
or express companies, as we interpret the sections of the 
uniform bill of lading and express receipt in case of non- 
delivery of shipment same must be filed within four months 
after a reasonable time for delivery has elapsed; the ex- 
press companies have declined our claims due to the fact 
that claims were not filed with them within four months 
from date of shipment. We maintain that in case of non- 
delivery, no matter if claim is filed within six months from 
date of shipment, claim is in order, due to the fact that the 
express receipt makes no limitation as to a reasonable 
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time for delivery and they will not guarantee any stated 
time for delivery of shipments. 


Answers: The terms and conditions of the Uniform Ex- 
press Receipt are, in paragraph 7 thereof, as authorized by 
the Interstate Commerce Commission, In the Matter of Ex- 
press Receipts, etc., 43 I. C. C. 510, that claims must be 
made in writing to the originating or delivering carrier 
within four months “after a reasonable time for delivery 
has elapsed.” Therefore, where a carrier has failed to 
make delivery, the limitation does not run from date when 
the shipment was made, but instead from the time when 
the shipment should have been delivered. That is, a rea- 
sonable time is allowed in which the company should make 
delivery and if delivery is not made within that time the 
statute begins to run from the expiration of that date. 
A “reasonable” time might be construed to mean that 
time that is ordinarily required for the carrier to transport 
similar goods from and to the points that the lost ship- 
ment moved. 


Erroneous Information by Carrier’s Agent 


Illinois —Question: Claimant shipped a carload of freight 
from the Mississippi River destined New York City, N. Y., 
November 7, and the car was delivered to the Lehigh Vat- 
ley Railway at Buffalo on November 16, arriving in New 
York City December 1, at which time consignee was prop- 
erly notified, and not removing the freight from the pier 
within the free time, carload of feed was placed in storage. 
This was a shipper’s order shipment and the claimant in 
tracing for delivery of the car was advised by the assist- 
ant general freight agent of the Lehigh Valley at Buffalo, 
under date of December 12, that he was unable to secure 
any account of having received the car, in view of the fact 
that on December 7 we advised him that the car was deliv- 
ered to the Lehigh Valley at Niagara Falls on November 16. 


Is it possible for us to collect the handling and storage 
charges from the carriers on the strength of information 
furnished? The Lehigh Valley people have turned down 
our claim for storage and handling charges, claiming that 
their assistant general freight agent’s office replied to us 
merely as a matter of courtesy, without any liability, as 
is done in all cases of tracing. 


Answer: Rule 2 of the Code of Storage Rules provides 
that notice shall be sent or given consignee by carrier’s 
agent in writing, or as otherwise agreed to by carrier and 
consignee within 24 hours after arrival of shipment and 
bill at destination, and further, Section 5 of the Uniform 
Bill of Lading provides that property not removed by the 
party entitled to receive it within 48 hours after notice of 
its arrival has been duly sent or given may be placed in a 
warehouse at the cost and risk of the owner, subject to all 
lawful charges. If a carrier has made delivery of the ship- 
ment in full compliance with said requirements, he ceases 
to be a common carrier, and has no further possession or 
disposition of the shipment as such. Any information 
given by the carrier’s agent regarding such shipment, after 
it is in storage, and subject to the owner’s risk, is merely 
gratuitous and not binding upon the carrier. 


SUPPLEMENT NOT REALLY 
JECTED 


The Trafic World Washington Bureau. 


RE- 


The fact that the Commission rejected supplement No. 
2toD. L. & W., I. C. C. No. 15255, as shown in The 
Daily Traffic World of May 13, does not in reality mean 
that the rates carried in that supplement have been re- 
jected by the Commission. As a matter of fact, the rates 
carried in the rejected supplement are and have been in 
effect since Oct. 27, 1918. 


Because some clerk in the Lackawanna offices, through 
some error in the routine of that office, sent the Com- 
mission a copy of supplement No. 2 to the tariff men- 
tioned, rejection by the Commission was necessary. There 
was no routine way of getting rid of a paper that had 
been offered, even if the offering was an obvious error. 

Supplements up to No. 9 to I. C. C. No. 15255 were 
received and became operative. Nos. 2 and 9 are still 
in effect. The changes made by intervening supplements 
have been taken up and are to be found in No. 9, Nos. 
2 and 9 being the only ones now in effect. 
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COMPENSATION CONTRACTS 


The Trafic World Washington Bureau. 


Apprehensive representatives of railroad owners have 
taken note of the position the Railroad Administration 
seemed to take in the hearing and argument on the ap- 
plication of the Arkansas & Louisiana Midland for the 
appointment of referees to pass on the subject of com- 
pensation for it. The Railroad Administration on that 
cecasion spoke through R. V. Fletcher. He seemed to be 
making a point of what he called the fact that the Ad- 
ministration had never come into “full possession, use and 
control” of the property of that company, and therefore 
that the company is not entitled to compensation. 

Application of such a rule to all railroads would put 
in a precarious position all those companies that have 
not made contracts with the government. It would put 
into an embarrassing position those which have made a 
diligent effort to come to an agreement with the Railroad 
Administration, but who might still be without a contract 
when the property is returned on December 31. John 
Barton Payne, chief counsel for the Railroad Administra- 
tion, has not been given much more to publicity than 
the peace conference, according to the views of the rail- 
road men who have been trying to come to an agreement 
with him on the thousands of matters in issue. 

Because they think his course has not been as open 
and frank as they think they would have: been in like 
circumstances, they are inclined to take a gloomy view 
as to the possibility of trouble on account of the fact 
that he might put up lack of “full possession, use and 
control” as a reason for presenting to them a form of 
contract calling for much less than the maximum stand- 
ard return permitted by the federal control act. He has 
not done so. Regional Director Aishton, in his corre- 
spondence involving the Arkansas & Louisiana Midland 
and other so-called short lines, suggested to Mr. Payne 
the desirability of relinquishing them so as to enable the 
Railroad Administration to negotiate with them for con- 
tracts on an equitable basis. 

The apprehensive ones, remembering that correspond- 
ence, fear that something of that kind may be in the 
minds of the law advisers of the Railroad Administration, 
for attempted use in the negotiations between now and 
the end of the year. 


BIDS ON STEEL RAILS 


The Trafic World Washington Bureau. 


The Railroad Administration received bids May 17 on 
200,000 tons of steel rails. It is understood that prac- 
tically all the companies manufacturing steel rails sub- 
mitted bids, which will be opened some time this week. 
More than ordinary interest attaches to the transaction be- 
cause of the controversy between the Railroad Administra- 
tion and defunct Industrial Board in regard to the price of 
steel rails. The announcement that the resignations of 
the members of the Industrial Board had been accepted 
by Secretary Redfield was followed with an announcement 
by Director-General Hines that he would seek a steel rail 
contract in the open market, and the bids were submitted 
in accord with that announcement. 


APRIL EXPORTS HUGE 


The Trafic World Washington Bureau. 


April exports surpassed the previous high record by 
nearly one hundred million dollars, it was announced May 
21 by the Bureau of Foreign and Domestic Commerce, De 
rartment of Commerce. 

Exports for the month totaled $715,000,000, as compared 
with $623,000,000 for January, the previous high mark. 
For March of this year the total was $605,000,000, and for 
April a year ago, $501,000,000. For the ten months ended 
with April the exports were valued at $5,705,000,000, as 
against $4,884,000,000 for the corresponding period last 
year. 

Imports for April totaled $273,000,000 in value, a gain 
cf $5,000,000 over the $268,000,000 announced for March, 
and a decrease of $6,000,000 as compared with the $279, 
600,v.v for April of last year. . Imports for the ten months 
ended with April are put at $2,474,000,000 as compared 
with $2,362,000,000 for a similar period in 1918. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 
i taken fi R N R 
(Diguts en from and Digests of ‘one Paperter 


0 eporters 
» published by West Publishing Co., St. P 
Copyright by West Publishing Co.) 


LOSS OF OR INJURY TO GOODS 


Initial Carrier: 

(Supreme Court of Wisconsin.) Initial carrier could, 
by contract, limit its liability for shipment to a foreign 
country to its own line, the Carmack amendment not be- 
ing applicable to such shipment.—Chicago, M. & St. P. Ry. 
Co. vs. Jewett, 171 N. W. Rep. 757. 

Conversion: 

(Supreme Court of Minnesota.) The jury found specially 
that the merchandsie was held ready for delivery on 
surrender of the bill of lading at the time of the com- 
mencement of the action; and it returned a general ver- 
dict for the defendant. Conceding that the J. L. Owens 
Manufacturing Company received the machinery, the evi- 
dence is clear that there was no actual conversion or 
loss of the machinery; that no demand was ever made 
for it nor was there a surrender of the order bill of 
lading; that the plaintiff could have had it at any time 
if it had wanted it; and that it was held ready for de- 
livery when this suit for conversion was brought. Under 
these circumstances a verdict other than for the defendant 
could not be sustained.—P. L. Owens Co. vs. Chicago, R. I. 
& P. Ry. Co., 171 N. W. Rep. 768. 


CHARGES AND LIENS 


Excess Freight: 

(Circuit Court of Appeals, Eighth Circuit.) A shipper, 
who through fraudulent acts of its own employe and a 
station agent overpaid the railroad company, is entitled 
in receivership proceedings to a preference on account 
of such payment over other creditors, on the theory of a 
trust, only on establishing that in equity and good con- 
science its claim to be paid in preference to other cred- 
itors—Scullin Steel Co. vs. North American Co. et al., 
255 Fed. Rep. 945. 

(Supreme Court of Minnesota.) Chapter 195, Laws 1909 
(Gen. St. 1913, 4307-4309), authorizing the Attorney-General 
to sue for recovery of excessive freight charged by rail- 
way corporations, has no application to a suit by a shipper. 
—Big Diamond Milling Co. vs. Chicago, M. & St. P. Ry. 
Co., 171 N. W. Rep. 799. 

Overcharges—Fraud: . 


(Circuit Court of Appeals, Eighth Circuit.) While there 
is a presumption that knowledge of at agent is that of 
the principal, such presumption does not apply where the 
agent is engaged in a scheme to defraud his principal, 
and so a railroad company will not be charged with a 
scheme between its station agents and an employe of a 
shipper whereby freight in a greater amount than was 
earned was collected, and the two divided the surplus.— 
a Steel Co. vs. North American Co., 255 Fed. Rep. 


Where a railroad company’s agent and the agent of a 
shipper united to defraud the shipper by collecting freight 
in excess of that earned, and they divided the surplus 
betwen them, the shipper could not recover on the theory 
of a constructive trust, on the ground that the railroad 
company, by examination of its books and checks depos- 
ited by its own agent, might have discovered the fraudu- 
lent scheme.—Ibid. 


Where a shipper’s agent conspired with the agent of a 


railroad company to collect freight in excess of the amount 
due, and the two wrongdoers divided the surplus, held, 
under the circumstances, that the railroad company was 
hot chargeable with notice of the amounts collected on 
the shipper’s checks, so as to entitle the shipper in re- 
celvership proceedings to priority over other creditors, 
it appearing that the railroad was in no wise enriched 
by the scheme. 
Person Liable: 

(Circuit Court of Appeals, Eighth Circuit.) One who 
became the owner of a grain shipment while it was in 
\ransit, ete., but whose ownership ended before delivery 
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of the shipment to a purchaser, held under no obligation 
to pay freight charges after delivery.—Wallingford Bros. 
vs. Bush, 255 Fed. Rep. 949. 

Contracts: 

(Supreme Court of Wisconsin.) Oral negotiations are 
merged in and supplemented by a written contract after- 
ward entered into between the parties covering the same 
subject.—Chicago, M. & St. P. Ry. Co. vs. Jewett, 171 N. 
W. Rep. 757. 

A carrier cannot be held to an oral quotation of a 
through rate, the written bill of lading having become the 
contract between the parties.—lIbid. 

Refund: 

(Supreme Court of Minnesota.) A new promise in writ- 
ing made either before or after the debt is outlawed 
starts a new period of limitation. The new promise must 
identify the debt, but specific reference to it is not neces- 
sary if the language with certainty covers it. Language 
that would be sufficiently specific in a bond is sufficiently 
specific in a new promise. A promise to pay all claims 
of a class is sufficient. A letter to the public signed by 
a railroad company, promising to refund the difference 
between a statutory freight rate and a higher rate col- 
lected, on all shipments made during a period of litigation 
to determine the validity of the statutory rate, is suffi- 
ciently definite——Big Diamond Milling Co. vs. Chicago, M. 
& St. P. Ry. Co., 171 N. W. Rep. 799. 

A conditional new promise becomes effectual to revive 
a claim on fulfillment of the condition by the creditor 
or on his readiness to fulfill. Where a promise was to pay 
properly supported claims and the plaintiff submitted 
claims supported by proof, whereupon the defendant ex- 
pressed regret that plaintiff had taken the time and trouble 
to furnish proof and declined the claims for the sole 
reason that its own records had been destroyed, so that 
it was unable to verify the claims, defendant will not be 
heard to complain that plaintiffs’ claims were not prop- 
erly supported.—Ibid. 


CARRIAGE OF LIVE STOCK 
Damages: 

(Supreme Court of Iowa.) In action against railroad 
for damages to horses from watering them too soon after 
leaving the train, evidence of plaintiff as to the extent of 
his damages held of such an inconsistent and varying char- 
acter that the jury was justified in disregarding it.— 
Cogley vs. Chicago; B. & Q. R. Co., 171 N. W. Rep. 745. 

In action against railroad for damages to horses from 
watering too soon after leaving the train, evidence held 
to justify verdict for nominal damages of $1 only in that 
its great weight tended to show that plaintiff suffered no 
damages from the cause alleged.—Ibid. 

In action against railroad for damages to live stock, an 
item of damages pertaining to a horse with an injured 
knee, the evidence relied on by plaintiff in support of 
such item being a mere guess, was properly withdrawn 
by the court as not having sufficient support in evidence. 
—Ibid. 

(Court of Civil Appeals of Texas.) In action against 
carrier for damages to mules in transit, cost of feed and 
care after jnjury, and price afterward received for them 
at a point other than destination, had no proper place in 
applying the true measure of damages.—Gulf, C. & S. F. 
Ry. Co. vs. Helms Bros., 210 S. W. Rep. 853. 

In action against carrier for damages to mules in transit, 
there having been intrinsic value of the mules at destina- 
tion after injuries, it should have been shown what the 
value was before damages could have been legally awarded. 
—Ibid. 

Measure of damages for injuries to mules by negligence 
in transit is difference between their market value at 
destination, if transported without’ negligence, and their 
real and intrinsic value at destination in the condition in 
which they were delivered, the evidence being there was 
no market value for injured stock at destination, but that 
mules had an intrinsic value.—Ibid. 


Carmack Amendment: 

(Supreme Court of Wisconsin.) Where a racing mare 
was shipped by rail from Illinois to Wisconsin, the pro- 
visions of the Carmack amendment to interstate com- 
merce act (U. S. Comp. St. 1916, 8604a, 8604aa) applied 
thereto.—Bassett vs. Chicago & N. W. Ry. Co., 171 N. W. 
Rep. 749. 

Under Carmack amendment of interstate commerce act 
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(U. S. Comp. St. 1916, 8604a, 8604aa) in interstate ship- 
ment of racing mare, shipper paying alternative rate based 
on $150 valuation of mare, the valuation limited the 
amount the shipper could recover for damage to her for 
any defaults of carriers in transport, whether result of 
ordinary or gross negligence, as defined in law of state of 
suit and destination.—Ibid. 

Connecting Carriers: 

Where racing mare, shipped over two railroads, was 
deprived of proper feed and water, mistreatment being 
partly attributable to first as well as to second railroad 
which handled her, second railroad was nevertheless lia: 
ble for whole damage, the two having been joint tort- 
feasors.—Ibid. 

Propensity of Animal: 

(Court of Civil Appeals of Texas.) A carrier is not an 
insurer in the transportation of live stock and is liable 
only for injuries caused by its negligence, not being le- 
gally responsible for injuries resulting from the natural 
vice or the nature and propensities of the animals carried. 
—210 S. W. Rep., 854 Gulf, C. & S. F. Ry. Co. vs. Helms 
Bros. 

In action against carrier for injuries to mules in tran- 
sit, evidence, though it did not show the injuries were 
due to the propensities of the animals, etc., held suffi- 
cient to sustain verdict for plaintiffs.—lIbid. 

Court Instruction: 

In action against carrier for injuries to mules in tran- 
sit, instruction that common carrier is not an insurer of 
live stock received by it for transportation, but responsible 
only if careless and negligent, etc., held improper, on ac- 
count of the use of the word “careless.”—Ibid. 

In action against carrier for injuries to mules in tran- 
sit, carrier was entitled to charge that a common carrier 
is not an insurer of live stock received for transportation, 
but liable only for injuries caused by its own negligence. 
—IThbid. 

In action against carrier for injuries to mules in tran- 
sit, instruction presenting issue of carrier’s negligence in 
not preventing injury to mules caused by proper vice or 
propensities of animals, held unsupported by evidence. 
—tlhid. 

Negligence: 

In action against carrier for injuries to mules in tran- 
sit, plaintiffs were not required to prove negligence to the 
satisfaction of the jury, but only by a preponderance of 
the evidence.—Ibid. 


Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


REGULATION OF COMMON CARRIERS 


Coopering Cars: , 

(Supreme Court of Iowa.) Despite the general duty of 
the carrier, stated in Code, 2116, to furnish shippers suit- 
able cars, the particular duty of coopering its cars’ to 
make them tight and close so as to be suitable for trans- 
porting such commodities as sand and gravel is governed 
under section 2128 by its tariffs; and where such tariffs 
oblige the carrier to furnish only the lumber for cooper- 
ing, the carrier is not liable in addition for cost of labor 
and nails employed by the shipper in coopering.—Hawar- 
den Sand & Gravel Co. vs. Chicago & N. W. Ry. Co., 171 
N. W. Rep. 735. 


Published Rates: 

(Supreme Court of Wisconsin.) Under the Carmack 
amendment to the interstate commerce act (U. S. Comp. 
St. 1916, 8604a, 8604aa), the published rates, based upon 
valuation, of interstate carrier, are presumed to be equally 
within knowledge of carrier and shipper, and both are 
bound by them as matter of law.—Bassett vs. Chicago & 
N. W. Ry. Co., 171 N. W. Rep. 749. 

Srur Track: 

(Supreme Court of Iowa.) Where a railroad company 
has constructed a spur track for the convenience of ship- 
pers in a limited territory, it cannot grant, nor can a par- 
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ticular shipper acquire, a right to the use of such spur 
track for his particular business of shipping sand and 
gravel to the exclusion of.other shippers engaged in simi- 
lar business, in view of Code Supp. 1913, 2125, forbidding 
discrimination.—Northern Gravel Co. vs. Muscatine North 
& S. Ry. Co., 171 N. W. Rep. 787. 

A common carrier cannot grant exclusive rights in the 
use of a switch to any one shipper to the exclusion of 
others, and such contract, when made, is void.—Ibid. 

An owner of land over which a railroad spur track runs, 
who sells part of the land under a warranty that the spur 
track was lawfully placed on the land and that its free 
and unrestricted use would be continued, has a sufficient 
interest to intervene in a suit by a shipper to establish 
a right to the use of the spur to the exclusion of other 
shippers.—Ibid. 

Discrimination: 

(Supreme Court of Louisiana.) In view of interstate 
commerce act, 22 (U. S. Comp. St. 8595), providing statute 
shall not prevent carriage, storage, or handling of prop- 
erty free or at reduced rates for federal, state or mu- 
nicipal government, and Constitution of Louisiana of 1913, 
art. 287, special services rendered United States govern- 
ment by railroad in handling carloads of coal from its 
yards in single case of emergency, held not acts of illegal 
discrimination against a private shipper over another line, 
desiring to use terminal facilities of road, even though 
services for government were gratuitous.—Miller Engineer- 
ing Co. vs.’ Louisiana Ry. & Nav. Co., 81 So. Rep. 314. 

(Supreme Court of Illinois.) Freight charges, under a 
special rule fixing a minimum weight of 60,000 pounds 
per car on certain shipments, there being at the same time 
a general rule that such minimum shall be 50,000 pounds, 
or the car’s marked capacity, if one of less capacity is 
furnished, paid upon freight not transported, by reason of 
the carrier only furnishing cars of a less capacity, are 
unlawful, under Public Utilities Act, 32, as being discrimi 
natory and unreasonable.—State Public Utilities Commis- 
sion ex rel. Allis Brick Co. vs. Chicago, M. & St. P. Ry. 
Co., 122 N. E. Rep. 803. 

Use of Side Track: 

(Supreme Court of Louisiana.) In view of rule of de 
fendant railway company that it would not accept over 
its connection carload shipments to be switched for de- 
livery on its recognized public or team track or its freight 
warehouse or sidings within the yard limits, where a ware- 
house or receiving depot of the consignee is not Iccated 
thereon, etc., and the testimony of the officers and agents 
of plaintiff engineering company, railway company’s team 
track held not dedicated to public use by some few ex- 
ceptional cases of use in emergency or through mistake. 
—Miller Engineering Co. vs. Louisiana Ry. & Nav. Co. 
81 Sou. Rep. 314. : 

Carriage of Freight: 

A common carfier, if it can reasonably do so, must re 
ceive and transport all freight tendered to it, with legal 
charges, but the rule is not absolute, and, like all other 
rules, has its exception.—Ibid. 

Terminal Facilities: 

An engineering company could not ship rock over one 
railroad and decline to use its ample terminal facilities 
because it was more economical to use those of a com- 
peting railroad at destination, and, when refused such 
use of terminal facilities by the competing railroad, com- 
pel by mandamus the surrender of such facilities by the 
competing railroad.—lIbid. 

Commission’s Findings: 

(Supreme Court of Illinois.) Though, on appeal to the 
Circuit or Supreme Court under Public Utilities Act, 68, 
from an order of the Public Utilities Commission, its find- 
ings of fact are considered prima facie true, and its orders 
prima facie reasonable, it cannot exercise any arbitrary 
power, and its orders must be lawful and reasonable— 
State Public Utilities Commission ex rel. Allis Brick C0. 
vs. Chicago, M. & St. P. Ry. Co., 122 N. E. Rep. 803. 


LOWER MILEAGE BOOK RATE PROPOSED. 


Senator Kenneth McKellar, of Tennessee, introduced 4 
bill authorizing the Director-General of Railroads to estab 
lish a system of mileage books at a rate not exceedils 
20 per cent less than rates already fixed for the use of 
commercial travelers and others who habitually use the 
railroads. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


4 
Set-Off : 

(District Court, D., Massachusetts.) A set-off is un- 
known to the admiralty law, except as a credit on the 
transaction which forms the subject of the libel—Howard 
ys. 9,889 Bags of Malt, 255 Fed. Rep. 917. 

Storage of Cargo: 

A ship does not lose her lien on a cargo for freight by 
delivery to a public warehouse for storage without inten- 
tion to deliver to the consignee.—Ibid. 

Maritime Liens: 

A maritime lien is one favored by the courts and will 
be enforced, unless clearly displaced by the acts or agree- 
ments of the parties.—Ibid. 
State Rates: 

(Supreme Court of Illinois.) Questions as to reasonable- 
ness of rates on shipments of freight having their origin 
and termini in a state are controlled entirely by the laws 
of such state, and not by the decisions of the Interstate 
Commerce Commission.—State Public Utilities Commis- 
sion ex rel. Allis Brick Co. vs. Chicago, M. & St. P. Ry. 
Co., 122 N. E. Rep. 803. 


THE REVENUE PROBLEM 


In an address to the Cleveland Traffic Club at its an- 

nual dinner the evening of May 21, Henry A. Palmer, 
editor of the Traffic World, presented a plan for the 
solution of the railroad problem, which, he said, was 
chiefly a rate problem. The paramount issue, he said, 
was who should pass on tariffs and what rule should 
govern the body that passed on them. 


He advocated a plan by which the Interstate Com- 
merce Commission should continue to be the rate-making 
body. Congress should instruct the Commission that it 
must so regulate rates that the revenue of the carriers 
ina given territory at a given time should be adequate to 
enable them to give the public the service to which it is 
entitled and at the same time provide a proper return to 
capital. The definition of the words, “adequate,” “proper,” 
“satisfactory” and the like, he said, must be left to the 
judgment of the Commission, and would vary from time 
to time. Public opinion must be relied on to keep the 
judgment of the Commission straight. The Commission 
should say, in fixing rates at a given time, just what rate 
of return it thought adequate at that time—say, for in- 
stance, 6 per cent on the combined capital account of 
the roads in the territory under consideration. Another 
year it might be 4 per cent, or 10 per cent, or the Com- 
mission might choose some other basis. But it should 
state what both the rate and the basis were. 


He admitted that this plan would not solve the problem 
of equalizing earnings—that is, of so making rates that 
I permitting the so-called weak roads to make a living 
the so-called strong roads would not be permitted to 
make inordinate profits. But he said there was no scien- 
life way of bringing this about but by some paternalistic 
scheme entailing consequences worse than the situation 
It Was meant to cure. It should be solved, he said, by 
bermitting consolidations and mergers of competing lines 
0 take place under the supervision of the Interstate Com- 
herce Commission. It would then solve itself. If, under 
this Plan, a read, because of unfortunate geographical 
lceation or bad management, could not get for itself 
*nough of the revenue provided for the territory in which 
twas located to enable it to live, it should be permitted 
‘0 go into the hands of a receiver and its future. be 
Worked out there. If it did not deserve to live, it should 
‘. But he thought there would be few, if any, such 
deaths, for, under permissive laws, a consolidation would 
always be effected by means of which the weak line 
ould be taken over by a stronger line to which it 
Would act as a feeder. 

He opposed all forms of guarantee to individual roads 
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as only a little better than government ownership. He 
held adequacy of revenue to be the principal problem on 
the theory that government ownership and continued 
government operation had already been decided against 
by the public and that the roads were to go back to 
private control. 

Regardless of what the ultimate settlement of the rail- 
road problem was to be, he said, there should be an 
immediate return to corporate control of the carriers 
and to pre-war conditions in so far as possible under the 
Federal control law. 


ORDER VACATED 


The order entered by the Commission on March 31 
requiring carriers by steam railway whose operating reve- 
nues are above $100,000 per annum to classify their reve- 
nue freight tonnage and report it in their annual report 
to the Interstate Commerce Commission in accordance 
with the schedule prescribed therein, has been vacated and 
set aside. Those carriers have been relieved from the 
requirement of that order. For the year 1919, and until 
further notice, commodity statistics will be required as 
in annual reports for 1918. 


EMBARGO REGULATIONS 


Under revised regulations issued by the Car Service Sec- 
tion of the Railroad Administration, the preparation and 
distribution of embargoes is placed with the regional direci- 
ors. The distribution was formerly in charge of twenty 
zone embargo officers, the various roads issuing embargoes 
they felt necessary and transmitting them to the zone of- 
fices for distribution. 

The new plan establishes supervision over the issuance 
of embargoes, and through the authority possessed by the 
regional directors it frequently is possible entirely to avoid 
the issuance of embargoes by diversion of freight, consoli- 
dation of facilities, etc. It is also being found practigal 
to consolidate embargoes at important common points 
where the same restrictions are necessary via more than 
one road. It is expected that as the new system develops 
there will be markd reduction in the number of embargoes 
issued, and that the general embargo situation, which has 
always been a source of difficulty and irritation both to 
the shipper and to the railroads, will be improved and sim- 
plified. 

In the Northwestern Region a plan has been put into 
effect for the distribution of embargo information that 
has unique features, and is proving satisfactory to the vari- 
ous roads. It has always been a serious problem to keep 
the local freight agent fully informed as to the embargoes 
affecting shipments offered him for movement. Even under 
ordinary conditions the volume of embargoes restrictinz 
the movement of freight necessary because of special con- 
ditions, limited facilities (such as those applying to ex- 
port freight), or the inability of consignees to accept all 
freight shipped to them, has been sufficient to make it 
difficult for the local agent to keep his file complete, up-to- 
date and readily accessible, and when unusual congestion 
for any reason causes an increase in embargoes, the prob- 
lem is increasingly serious. 

To meet these conditions in the Northwestern Region 
the plan has been adopted of issuing a monthly bulletin of 
embargoes, which contains in skeleton statement form a 
record of all embargoes in effect on all railroads in the 
United States, Canada and Mexico that have a bearing 
on freight originating on roads in that region. This bul- 
letin is printed and distributed promptly the first of each 
month, all roads being furnished with sufficient copies to 
supply all local agents and officials interested. The pampb- 
let contains, in addition, a classified index of all the roads 
and of all local destination stations affected. For the pur- 
pose of keeping this record revised a daily supplement is 
issued containing all cancellations, modifications and addi- 
tions as fast as received, and sufficient copies of these are 
also furnished so that the roads can supply their local 
people without the loss of time and expense of reproduc- 
tion. Telegraphic service is also used to distribute in- 
formation concerning important changes. These daily 
supplements are so arranged as to permit insertion in the 
proper place in the monthly bulletin, thus keeping that 
book up-to-date. Regardless, however, of the use made 
of the daily supplements, each agent is supplied monthly 
with a corrected up-to-date bulletin. 
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Because of the large territory covered, it is possible to 
handle the distribution of embargoes economically on this 
basis, which would not be the case with any individual roai 
and a sufficient reduction in expense was made by closing 
the zone embargo offices and by the reduction in expense 
of reproduction and distribution by the individual roads 
more than to offset the cost of printing and distributing the 
embargo bulletins. 





| Digest of New Complaints | 





No. 10603. Chevrolet Motor Co., Oakland, Calif., vs. Chicago 
& North Western et al. 
Unjust and unreasonable rates on C. L. shipments of ovens 
used to bake enamel on auto bodies from Detroit, Mich., to 
Oakland, Calif. Asks reparation of $2,233.42. 


No. 10604. Holland Aniline Co., Holland, Mich., vs. Pere Mar- 
quette et al. 

Unjust and unreasonable demurrage on C. L. coal from 
Springfield, Ill., to Holland, Mich. Asks cease and desist 
order and reparation. 

No. 10605. Naylor & Co., Inc., N. Y., vs. Cincinnati, New Or- 
leans & Texas Pacific et al. 

Unjust and unreasonable rates on 57 C. L. steel billets 
from Ashland, Ky., to New Orleans, La. Asks reparation 
of $5,263.95. 

No. 10606. Wood Curtis Co., Sacramento, Calif., vs. Southern 

Pacific et al. 

Unjust and unreasonable rates on fruits and vegetables, 
Cc. L., between points in California and points in Oregon. 
Asks cease and desist order, just and reasonable rates and 
reparation. 

No. 10607. Gamble-Robinson-Lewistown Co., Lewistown, Mont., 
et al., vs. A. T. & S. F. et al. 

Unjust and unreasonable rates on C. L. shipments of lemons 
from California to Lewistown. Asks cease and desist order 
and reparation. 

No. 10608. The P. Koenig Coal Co., Detroit,’ Mich., vs. Detroit, 
Toledo & Ironton R. R. Co. et al. 

Unjust and unreasonable rates on coal from West Virginia 
to Detroit. Asks for reparation. 

No. 10609. F. R. Woodbury Lumber Co., Spokane, Wash., et al., 
ys. Great Northern et al. 

Unjust and unreasonable charges on C. L. lime between 
Evans and Okanogan, Wash. Asks for cease and desist order, 
just and reasonable rates and reparation. 

No. 10610. Assets Realizing Mines Corporation, Blythe Junction, 
Calif., vs. A. T. & S. F. et al. 

Unjust and unreasonable rate on mining machinery from 
Millers, Nev., to Blythe Junction, Calif. Asks for erparation. 

No. 10611. American International Shipbuilding Corporation, as 
agent U. S. Shipping Board Emergency Fleet Corporation, vs. 
Pennsylvania et al. 

Unjust and unreasonable rates by reason of failure to make 
allowances for car spotting done by the engines of complain- 
ant. Asks for reparation of $164,000. 

No. 10612. The Champion Fiber Co., Canton, N. C., vs. South- 
ern Ry. et al. ; 

Unjust and unreasonable rates on coal between points in 
Tennessee and points in North Carolina. Asks cease and de- 
sist order, just and reasonable rates and reparation. 

os bow an Co., Chicago, et al., vs. C. C. C. & 

. L. et al. 

Unjust and unreasonable rates on cross ties from Evans- 
ville, Ind., to Hamilton, O. Asks for cease and desist order 
and reparation. 

No. 10613. Grand Rapids Plaster Co., Grand Rapids, Mich., vs. 
Ann Arbor et al. 

Unjust and unreasonable rates on plaster, gypsum products 
and lime from Grand Rapids to points in Wisconsin, Minne- 
sota and upper peninsula of Michigan. Asks reasonable rates 
and reparation. 

No. 10615. Ouachita Valley Ry. Co. vs. C. R. I. & P. et al. 

Alleges unjust, unreasonable and unduly discriminatory di- 
visions on lumber from Millville, Ark., to various destinatoins 
by reason of the refusal of the defendants to observe the 
routing instructions and pay the complainant the divisions 
allowed by the Commission in its Tap Line decision relating 
to that carrier. 

No. 10616. American Fluorspar Mining, Leasing and Transpor- 
— Co., Wagon Wheel Gap, Colo., vs. Denver & Rio Grande 
et al. 

Unjust and unreasonable charges on four carloads fluorspar 
from Wagon Wheel Gap to East St. Louis, IIll., in that freight 
was collected on rate of 52c per 100 Ibs., when rate of 29%c 
should have obtained. Asks reparation of $660.55. 

we 5 oy’ _ Akin Gasoline Co. vs. Ft. Worth & Denver City 

. R. et al. 

Unjust and unreasonable rate on six carloads liquefied pe- 
troleum gas from Electra, Tex., to North Baton Rouge, La. 
Asks cease and desist order, just and reasonable rate and 
reparation. 

No. 10618. The Akin Gasoline Co. vs. M. K. & T. et al. 

Unjust and unreasonable rate on three carloads liquefied 
petroleum gas from Dewey, Okla., to North Baton Rouge, La. 
Asks for cease and desist order, just and reasonable rates and 
reparation. 

No. 10619. The Ozark Cooperage and Lumber Co., St. Louis, vs. 
St. Louis-San Francisco R. R. et al. 

Unjust and unreasonable charges on C. L. gum staves from 
points in Missouri and Arkansas to Houma, La. Asks cease 
and desist order and reparation. 

No. 10620. Riverside Portland Cement Co., Los Angeles, Calif., 


vs. Riverside Rialto & Pacific et al. 





THE TRAFFIC WORLD 








Vol. XXIII, No. 2 






Unjust and unreasonable rates on C. L. cement'from Crest. 
more, Calif., to pts in Arizona. Asks cease and desist order 
just and reasonable rates and reparation. F 

No. 10621. Bunker Hill and Sullivan Mines Co., Kellogg, Idaho 
vs. Canadian Pacific et al. ' 

Unjust and unreasonable rate on C. L. coke from Fernie 
B. C., to Sweeney, Idaho. Asks cease and desist order anj 
reparation. 

No. 10622. Mobile Chamber of Commerce and Business Leagy 
et al. vs. L. & N. et al. 

Unjust and unreasonable rate on C. L. sugar of 26% pe 
100 pounds from New Orleans to Mobile. Asks for cease ang 
desist order, just and reasonable rates and reparation. 

No. 10623. Lowry Lumber Co. vs. C. C. C. & St. L. et al. 

Unjust charge of demurrage on C. L. lumber at Detroit, 
Mich. Asks for cease and desist order, just charges anj 
reparation. 

7 _— ety Lumber Co. vs. Houston, East & West Texas 

. R. et al. 

Excessive demurrage charges C. L. lumber from Humbk, 
Tex., to Emporium, Pa. Asks for cease and desist order and 
reparation. 

No. 10625. Lowry Lumber Co., Kansas City, Mo., vs. Southem 
Pacific et al. 

Unjust and unreasonable freight charges on C. L. lumber 
from Westlake, La., to Hannibal, Mo. Asks cease and desist 
order, just and reasonable rates and reparation. 

No. 10626. Rockford Lumber and Fuel Co., Rockford, IIl., et al, 
vs. C. & N. W. et al. 

Unjust and unreasonable reconsignment charge of $2 per 
car on coal at Rockford, IIll., for which, it is alleged, the de- 
fendants perform no service. Asks cease and desist order and 
reparation. 

No. 10627. Haarmann Vinegar and Pickle Co., Omaha, Neb,, ys, 
Cc. St. P. M. & O. et al. 

Unjust and unreasonable rate on C. L. apple juice from 
Blair to Omaha, Neb. Asks for reparation. 

No. 10628. Northern Grain and Warehouse Co., Portland, Ore, 
vs. N. P. et al. 

Unjust and unreasonable rate on oats from points in South 
Dakota and Minnesota to points in Oregon and Washington. 
Asks for reparation. 

No. 10629. The Wichita (Kan.) Board of Commerce et al. vs. 
A. T. & S. F. et al. x = 

Unjust and unreasonable, unjustly discriminatory and un- 
duly preferential rates on paper tablets from St. Joseph, Mo., 
to Wichita, Kan. Asks for cease and desist order, just and 
reasonable rates and reparation. 

No. 10630. Haarmann Vinegar and Pickle Co. vs. N. P. et al. 

Unjust and unreasonable rates on two carloads pickles from 
New York Mills, Minn., to Omaha, Neb. Asks for reparation, 

No. 10631. T. B. Baker, Nashville, Tenn., vs. L. & N. et al. 

Unjust and unreasonable rates on sand between Nashville, 
Tenn., and Louisville, Ky. Asks cease and desist order, just 
and reasonable rates and reparation. 

~~ —s Sub. No. 1. T. B. Baker, Nashville, Tenn., vs. L. & 

- et al. 

Unjust and unreasonable rates on sand from Paris, Tenn, 
to Louisville, Ky. Asks for reparation. 

No. 10632. Standard Oil Co. (Indiana) vs. B. & O. etal. 

Alleges unjust and unreasonable charges by reason of fail- 
ure to make allowances for spotting services performed at 
Whiting, Ind., with gines of complainant. Asks for repara- 


tion. 
No. 10633. Schram Glass Mfg. Co., Hillsboro, IIll., vs. C. C. & 
St. L. et al. 

Against a rate of 30c per net ton for switching coal from 
the Hillsboro Coal Co. plant at Hillsboro to the plant of con- 
plainant located in the same city as unjust and unreasonable 
in violation of Section 1 of the Act to regulate commerce 
and Section 10 of the Federal control act, account in excess 
of 10c per net ton with a minimum charge of $5 per car. Asks 
for reparation. 

No. 10634. The Thomas Iron Co., Hokendauqua, Pa., vs. the 
Central R. R. Co. of New Jersey et al. , 

Alleges unjust and unreasonable charges on raw materials 
in and finished products out of blast furnaces at Hokendauqua 
by reason of the failure of the trunk lines to treat the Min- 
eral R. R. and the Ironton R. R. as common carriers. Asks 
for just and reasonable joint rates and reparation. : 

No. 10635. The Wright Tie Co., St. Louis, Mo., vs. Batesville, 
Southwestern et al. f 

Unjust and unreasonable rates on railroad _crossties by rea- 
son of the application of combinations on Louisville instead 
of the published through rates contained in tariffs on file 
with the Commission, the traffic originating at various points 
in Mississippi and going to destinations in Central Freight 
and East Trunk Line territory. Asks for a cease and Jesist 
order and reparation. ’ 

No. 10636. A. J. McIntyre, Billings, Mont., vs. C. St. P. M. & 
O. et al. 

Unjust and unreasonable rates on hay from points in Mb 
nesota and Wisconsin to Billings, Mont. Asks for just an 
reasonable rates and reparation. 


No. 10637. Walter A. Zelnicker Supply Co., St. Louis, vs. 8. 4: 


L. et al. — 
unreasonable charges on relay rails_ it 


Unjust and ; 
Vaughan, N. C., to East St. Louis, Ill. Asks for reparation. 


No. 10638. Lowry Lumber Co., Kansas City, Mo., vs. C. I. &l 
et al. 

Unjust assessment of demurrage on a carload of lume 
held at Little Rock through the alleged negligence of the 
carrier. Asks for reparation. . sales Ariz 

No. 10639. Saginaw & Manistee Lumber Co., -Williams, A» 
vs. A. T. & S. F. et al. 


Unreasonable rate on a locomotive from Bellemont, Ariz, 

to Los Angeles, Calif. Asks for reparation. AT 
No. 10640. The National Refining Co., Cleveland, O., vs. 4 
& S. F. et al. te ant 
Against rate of 50c, 71.5c, 89.5c, 50c, c 4 o Heald 


petroleum and its products from Coffeyville, Kan.. ¢ 
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kla., as excessive, unjust and unreasonable, in violation 
of Section 1 of the Act to regulate commerce and Section 10 
f the Federal control act. Also unjustly discriminatory in 
Violation of Section 3 of the Act to regulate commerce. Asks 
for reasonable rates and reparation. 
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No. 10642. Lowry Lumber Co., Kansas City, Mo., vs. N. Y. 
N. H. & H. et al. 
Unjust and unreasonable demurrage charges on account of 
carriers’ delay on carload of lumber at Dupo, Ill. Asks for 
reparation. 


The Open Forum 


A Department for the Discussion by Patrons and Friends of THE TRAFFIC WORLD of 
Transportation Questions of Interest to Traffic Men Who Keep in Touch 
With the Times—Contributions Are Welcomed 


INTEREST ON OVERCHARGES 


Mr. C. A. Prouty, Director, Division of Accounting, Unit- 
oj States Railroad Administration: 

[have read with interest the different discussions regard- 
ing paying interest on overcharge claims, and have noted 
particularly your statement that your Circular 41 has been 
amended by 41-A, whereby on claims filed prior to Novem- 
per 1, 1918, interest would be paid from date overcharge 
claims were filed until paid, and on those filed subsequent 
to November 1, 1918, thirty days’ free time would be al- 
lowed from date of filing, interest to accrue from the thirty- 
day free time until paid, fractions of a month to be disre- 
garded if paid before the 15th, and if paid after the 15th the 
full month interest should be allowed. 

You claim thirty days should be allowed because the 
undercharges about offset the overcharges, and carriers 
did not collect interest on undercharges, as they were gen- 
erally collected within the thirty-day period. This arrange- 
ment is not altogether satisfactory to the Northwestern 
Fruit Exchange. We feel that shippers are entitled to in- 
terest on the full amount of overcharge without allowance 
for free time and from the time erroneous collection is 
made. 


We know that on fruit shipments the majority of under- 
harges remain uncollected for over thirty days, sometimes 
thirty weeks and sometimes thirty months, but please bear 
in mind this delay, in so far as the Northwestern Fruit 
xchange undercharges are concerned and we feel the 
ame condition exists with other fruit shippers, by no 
means is chargeable to the shipper. We know the tariffs 
under which our shipments move and we expect the car- 
tiers to know what tariff to use, and we disagree with 
you a carriers are absolved account unfamiliarity with 
tariff. 


We have in our accounts between seven and eight thou- 
sand dollars that is probably all due the carriers for un- 
dercharges in demurrage, reconsigning, freight, refrigera- 
tion charges, etc. Time and again we have been compelled 
to write several letters to the carriers’ agents or auditor in 
order to convince them that an undercharge existed and 
that undercharge bills should be issued. We have even 
gone so far as to give the carriers statement showing un- 
dercharges that exist, and have written three and four let- 
lers to the different railroad agents that undercharges ex- 
ist on certain cars, but as we had so much trouble in secur- 
Ing replies to these letters and as we wanted to avoid 
unnecessary tracing expense, we took the matter up with 
the Interstate Commerce Commission requesting them to 
suggest how we should further handle to relieve our ac- 
counts of these amounts we were holding. We were ad- 
vised carriers should collect and shippers or consignees 
should pay only the correct rate and that whatever action 
ve took it must be upon our own responsibility. They 
lurther stated there was nothing in the rulings of the 
Commission which required shippers to solicit under- 
tharges and the duty to collect the tariff charges no more 
id no less rests primarily upon the carriers. You do not 
‘em to look at this matter in the same manner as the 
P nutission. We have had considerable correspondence 
n this subject with the Commission. 


uasmuch as toe fault seems to be with carriers, we do 
ot feel that your point is well taken and we should be 
os interest as per Interstate Commerce Ruling 489, that is, 
-lerest should be paid from the time the erroneous collec- 
ons are made until claims are paid. We believe without 


le slightest thought of exaggeration that fifty to seventy- 


five per cent of our freight bills show that erroneous col- 
lections have been made. We know as soon as we revise 
them whether they are correct and if an undercharge ex- 
ists we endeavor to get the destination agent, if we are 
in possession of the freight bill, to render an undercharge 
bill. 

Therefore, in so far as the fruit shippers are concerned, 
no free time should be allowed carriers in the paying of 
overcharge claims and trust your circular 41-A, as amended, 
will be further amended to comply with the Interstate 
Commerce Ruling 489. 

NORTHWESTERN FRUIT EXCHANGE, 
A. M. Groseclose, 
Assistant Traffic Manager. 
Seattle, Wash., May 14, 1919. 


INTEREST ON OVERCHARGES 


Mr. C. A. Prouty, Director Division of Accounting, U. 8S. 
Railroad Administration: 

Various traffic publications contain numerous complaints 
lodged with you as to the injustice to, the claimant on the 
question of payment of interest on overcharges on the 
strength of your circular No. 41, issued October 29, 1918, 
but which was subsequently amended on April 9, 1919, 
which amended circular is more reasonable in so far as 
the instructions pertain to the payment of interest from 
date of presentation of the claim. However, this, while quite 
a concession, still works a hardship upon the claimant, be- 
cause he is not always able to promptly present his claims 
for overcharges. 


It has been our misfortune on many shipments of lum- 
ber to have freight charges assessed on an estimated basis, 
which, as a rule, is the capacity of the car, the carrier not 
considering the contents in arriving at estimated weight 
thereon by determining what car did contain, which could 
be ascertained from the shipper’s or consignee’s invoice, 
but used an arbitrary figure which has resulted in over- 
charges ranging from 10,000 to 30,000 lbs. This involves a 
considerable amount of money and is a practice that should 
be discontinued, because if shipment is not weighed a cor- 
rect estimate according to contents of car should be ascer- 
tained. 


When an expense bill of that kind is received our effort 
is to determine an actual scale weight on the car and then 
file a claim on that basis, or whenever scale weight can- 
not be obtained we file claim on estimated weight basis. This 
procedure means delay in presentation of the claim 
and with this point in view I feel the payment of interest 
should be further changed so that interest will be paid 
from about thirty days after collection of the freight 
charges, regardless of when the claimant presents his 
claim. 


As an illustration: the injustice worked upon us may be 
mentioned by the fact that when we file a claim for protec- 
tion of an estimated weight and during the course of in- 
vestigation the carrier discovers that the shipment was 
actually weighed in transit, they ask that claim be amended 
to basis of the scale weight and then contend they are only 
responsible for interest from the time they received our 
notice or authority to amend claim to basis they outline. 
This is not correct, because, in the first place, it was never 
our fault that charges were erroneously assessed and cer- 
tainly it is not our fault that carrier cannot give us scale 
weight when we ask for it, which can be determined from 
the records if they are properly maintained. 

The majority of freight claim agents rule interest will 
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only be paid from the time the correct basis of claim is 
agreed upon. In sighting a very flagrant instance of this 
kind I might mention that about a year ago we shipped 
a car of lumber to a point in the East, and in tracing the 
car we were advised by the agent at destination that it 
had arrived and was delivered on a certain day; naturally 
we closed our records. About three or four months later 
when dunning our customer for payment of this bill we 
were advised that car was still undelivered. 

Due to delayed delivery, a total of $1,200 car service, 
storage and other miscellaneous charges, which, under- 
stand, were all in excess of the freight rate, were collected. 
Claim was presented for. cancellation, insisting that the 
agent’s advice of delivery was our basis for cancellation 
of all these excessive charges. Because of the importance 
of the agent’s letter giving the delivery, on which depended 
the question of responsibility amounting to $1,200, we did 
not send the original letter with our claim, but made an 
exact copy, and in our letter to the freight claim agent 
called his attention to the copy, explaining that he could 
readily verify the authenticity of that document by refer- 
ring to his agent. The freight claim agent insisted upon 
surrender of the original document, maintaining it was 
necessary to properly complete his files, which was finally 
done, and then the contention was made by him that his 
railroad was responsible only for interest from the time the 
document was received by him, for the reason, as he con- 
tends, that claim was not in proper shape for settlement un- 
til such time as the proper supporting document was in his 
possession. I might add that this particular item is still 
in dispute. 

These are some of the difficulties we encounter in the 
course of collection of our claims, and they are brought to 
your attention with the hope that a further modification of 
your original circular No. 41 will be shortly forthcoming to 
the effect that interest be paid from the date the over- 
charge was collected. Of course, a reasonable period of 
time, such as thirty days, or even forty-five days, or a 
method whereby we dispose of the fractional portion of 
the month, will be satisfactory. 

I hope very much you will give this matter consideration. 

J. C. ANTHONI, 
Traffic Manager, Chicago Lumber & Coal Co. 
East St. Louis, Ill., May 17, 1919. 


INTEREST ON OVERCHARGES 


Hon. Charles Azro Prouty, 
Director, Division of Accounting, 
U. S. Railroad Administration: 

Upon receipt of your letter of April 3 stating that you 
proposed granting relief as desired by shippers in connec- 
tion with claims presented prior to Nov. 1, 1918, I promptly 
wrote you on April 5 that while your proposed action was 
commendable, that it, nevertheless, would furnish but par- 
tial relief of a slight character as compared with what 
has been desired by the shipping public as stated in the 
second paragraph of my letter of April 5, reading as fol- 
lows: 


May I respectfully urge that you give consideration to modi- 
fying P..S. & A. Circular No. 41 so as to provide for the pay- 
ment of interest from the time of over collection of charges, 
where the carriers do not make voluntary refund within thirty 
days therefrom, as provided by I. C. C. Conference Ruling No. 
489, and as awarded by the Commission and the courts in 
cases which come before them, as this is the practice which 
was adhered to by a number of the larger railroad systems 
prior to the issuance of your Circular No. 41. 


Your Accounting Circular No. 41-A of April 9 has since 
then been issued and I regret having to say that it was 
a keen disappointment, to express myself mildly, as I can- 
not conceive of any justice in declining to pay shippers for 
the use of their money when improperly collected from 
them by the carriers, and especially in view of the obliga- 
tion which rests upon the carriers to voluntarily and 
promptly refund excessive collections. 


I have heard the argument advanced that if the carriers 
were required to pay interest for the entire length of time 
they used shippers’ money, there might be an incentive 
for shippers to delay the filing of claims so as to earn 
interest on the sums improperly collected by the railroads, 
but this argument is certainly preposterous, for quite gen- 
erally the capital investment of industrial companies is 
worth more to them than the 6 per cent which would be 
paid by the railroads and, furthermore, it is entirely within 
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the power of the railroads to reduce to a minimum the 
time for which interest would be paid by auditing they 
accounts and making voluntary refunds, as it is incumbey; 
upon them to do under the act to regulate commerce, whic) 
would preclude shippers from earning interest on oye. 
collections by the carriers even if any shippers were gy 
disposed. 

My attention has been called to cases of duplicate ¢q. 
lection of freight charges amounting to over $700 on single 
carloads where the shipment was transferred in transit 
and the charges were collected in one instance on a freigh; 
bill showing the original car number and in another jj. 
stance, on a different date, on a freight bill showing the 
transferred car number. 

My attention has also been called to other cases in which 
charges which had been prepaid at point of origin were 
again collected at destination to the extent of upward of 
$500 on a few cars. Another case in which the shipment 
was billed at the marked capacity of the car instead of 
the actual weight, resulting in an overcharge of $200 per 
car, or about double the correct amount. 

Under your circulars the carriers have declined to make 
payment of any interest except for a period running from 
date of filing of claims. This appears to me to be most 
highly unjust, and I must ask you to advise me promptly 
whether a further modification of your instructions to the 
carriers will be issued by our office so as to provide for 
the payment of interest from the date of all overcollec. 
tions by the carriers. 

Metropolitan Yellow Pine Association, 

Newark, N. J., May 9, 1919 E. E. Ebert, Secy. 


RATE INCREASES 


Editor The Traffic World: 

Noting your editorial in Traffic World of May 10, 1919, 
in regard to rate increase: I think it both outrageous 
and ridiculous to consider further advance in freight rates. 
On the contrary, feel that a substantial reduction is neces- 
sary to stimulate trade. 

Many dealers, in various lines of business, are holding 
back on purchases for future requirements, in anticipation 
of reduction in freight rates, the result being a decided 
falling off in business of both manufacturer and jobber. 
I have talked to many of both the above classes engaged 
in several different lines, and am informed that buyers 
are buying from hand to mouth, and that a very small 
percentage of the usual amount of future business is being 
placed. 

Admitting that railroads need more income to show a 
profit, it would appear the proper move to obtain such 
income would be by a substantial reduction in their ex 
pense. 

Instead of taxing the shippers, and keeping them on al 
exceedingly high war basis, why not reduce both rates 
and expense to a reasonable basis? By this I do not mean 
to go back to a pre-war basis, but substantial reductions 
could be made on both sides and still leave good wages 
and salaries, and a reasonable carrying charge, and inc 
dentally produce more business. 

_ Geo. W. Collins, General Traffic Manager, 
The Peters Cartridge Co. 
Cincinnati, O., May 22, 1919. 


‘MOTOR TRANSPORTATION 


Editor The Traffic World: 

Your recent articles and editorial comments on motor 
transportation problems are indeed instructive and inter 
esting, and it would be even more attractive to learn just 
what attitude the carriers are taking in the different se 
tions of the United States toward this form of competitio?. 

In this section motor transportation is dong much 0 
the work that formerly constituted the short-haul business 
of the railroads; it is acting as feeders to railroads # 
other points, serving inland and otherwise inaccessible 
points; it is keeping vital merchandise out of the congest 
sections; it is acting as quick transport for raw materials 
and speeding up output of essential products. It is show 
ing the manufacturer, merchant and farmer there 1s 4 a 
to escape the difficulties and attendant losses from - 
bargoes and transportation tie-ups. Such further — 
tages as store-door or warehouse deliveries without ! 
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uM the quiring terminal haul with its trucking facilities and re- ditions will not be a matter of sentiment, but will depend 
1g their duction of time in transit are other important features. on the economic results under a changed regime. 






























A few years ago motor truck highway transportation It will be interesting to discover how a railroad traffic 
>, which was vigorously opposed by railway traffic departments, and department would adjust its service to meet these com- 
M Over. they usually made rates to compete with overland or petitive conditions. 


wagon transportation, as it is labeled by traffic officials, 


LS be : J. D. Gwin, in Charge Zone Transportation Section. 
and, under these prevailing conditions, the business was 


Fort Sam Houston, San Antonio, Tex., May 14, 1919. 
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ate ¢ol- making but little progress. However, with competitive 

n single features of railroad transportation discarded, at least tem- 

transit porarily, a strong impetus seems to have been given to SAXOLINE BAGS 
freight the movement to eliminate all forms of competition be- Editor The Traffic World: 


ther ip. tween the steam or electric road and highway transporta- 


ing the tion. 
The Director-General of Railroads, it is observed, is pro- 


I notice another article in this week’s Traffic World 
regarding saxoline bags. The writer has had this mat- 
ter up at length with the traffic committees, also with the 


n which moting inland water transportation and building fleets of Ww > age : : 
) , : : ; alnut Growers’ Association, on the Pacific coast, as it 
in were barges and tugs for river use and, further, is encouraging ,oulq pe a great hardship if the people on the coast were 
ward of the = of canals to reduce maximum loads that many to continue using saxoline bags for shipping walnuts into 
upment MH carriers are attempting to handle. 7 this territory while the wholesalers and jobbers at this 
tead of Of course, the underlying motive of this abandonment 


end were not permitted to use the same bags in reship- 
ping the walnuts out to the trade. 
It may be of interest to announce that we have been 


of what was once considered the prime essential of the 


200 per 
business of transportation, has been war-time efficiency— 


© make the concentrated efforts of all toward winning the war. tna . 
ig from However, wartime efficiency is merely a phrase—a catch- assured by the Walnut Growers’ Association that they will 
e most word. Efficiency is the same, either in war or peace, and not use saxoline bags on shipments of walnuts this com- 
romptly | if it is obtained by certain methods and practices under ing season nor hereafter, but will forward their nuts in 


bags which are acceptable to the railroads at this end. 
Western Grocer Company, 
By E. H. Draper, Traffic Manager. 


wartime conditions, these methods and practices will be 
the subject of comment and investigation when things are 


; to the 
‘ide for 


Teollec- different. Their permanent retention will not be matter 
of sentiment, just as the return of old competitive con- Marshalltown, Ia., May 20, 1919. 
on, 
Secy. 
Effici in ‘Traffi 
), 1919, y 
"ageous P P ‘ , 
t rates, New Devices, Suggestions, and Methods for Increasing Efficiency 
; neces: es n e . 
in Freight Handling and Other Branches of Traffic Work 
holding 
ipation e 
lecided 
jobber. 
ngaged T intend to oppose all legislation, but plan to initiate and 
— PLANS OF TRAILER MAKERS endorse fair measures where no trailer regulations exist. 
an An extensive program of work for the Trailer Manufac- Federal Highway Commission Bill Endorsed 
si turers’ Association of America was outlined at a meeting As an instance of this purpose, the executive committee 
show a of the executive committee held May 15 in the offices of passed the following resolution: 
5 * . , is- 
n such the association at 110 West 40th atreet, New York. Legis Resolved, That the Trailer Manufacturers’ Association of 
etree lation and promotion of a better public knowledge of the America favors the creation of a Federal Highway Commis- 
elr eX @ trailer and its possibilities received most consideration, as sion and the construction and control of a system of national 
° : * _ ignways Vv e nite ates governmen rouge. s 
on al being of the greatest importance at present. It was de commission as provided in the Townsend bill, introduced dur- 
ties cided to call for suggestions from all the members for pro-_ jing the last session of the Sixty-fifth Congress, and urges the 
. r@ ‘Visions relating to the regulation of trailers and to incor- early passage of such a measure by the Sixty-sixth Congress 
‘cli | Rotate these in a set of recommendations to be sent to with a, view, to providing Petter mid goods feducings ‘the 
wages the Highway Industries Association with a request that cost of haulage by highway, increasing the production of food- 
<i they be incorporated in the uniform traffic bill which was _ stuffs, raising the standard of education and living in rural 
dine: drafted by a joint committee representing the Highways sections, and uniting the thought and sentiment of the people 
Transport Committee of the Council of National Defense, of the country through more frequent and easy intercourse. 
-4 the Association of State Highway Officials, the Highway In the matter of general promotion work, it was decided 
. Industries Association, the National Automobile Chamber to make a report to members and some other trailer manu- 
of Commerce and the American Automobile Association. facturers covering an investigation that has been made 
It was also decided to work in conjunction with inter- into the merits and possibilities of national publicity and 
ested organizations in keeping in close touch with future to begin efforts immediately to increase the membership 
proposed legislation, with the object of securing proper of the association with a view to providing a sufficient 
laws that will afford protection to the highways and their fund for the purpose. 
motor users without unwisely checking the development ‘of The Southern Motor Manufacturing Association of Hous- 
inter economical and expeditious transportation by highway. To ton, Texas, is the latest addition to the membership list, 
‘n just this end it is proposed to arrange for the introduction of making fifteen members to date. 
nt se 4 uniform traffic bill embodying reasonavle trailer regula- The matters of a uniform bill of lading for shipments by 
tition tions in the various state legislatures next winter and to highway and of insurance as related to trucks and trailers 
uch off 8et prompt advice of all other bills introduced affecting are to be investigated and reported on, with recommenda- 
isiness™ ‘Tucks and trailers. tions to members. 
ads Contact is to be established with state and local motor A Trailer Standards Committee was appointed to confer 
essible truck and team owners’ associations, automobile clubs, with the trailer subdivision of the Truck Standards Divi- 
genie! e roads associations and commercial organizations, and sion of the Society of Automotive Engineers in all matters 
teria® 0 furnish them information and suggestions for action to relating to standardization of trailers, trailer hitches, etc. 
show € taken with respect to the various measures. It will be Those appointed on the committee were W. R. Hudson 
a way — that bills believed to be detrimental to the best in- engineer of the Troy Wagon Works Company, chairman; 
m els@ ‘crests of commerce and industry in general should be op- H. G. Farr, engineer of the Martin Rocking Fifth Wheel 
advan posed and those that are just, reasonable and desirable Company, and H. W. Perry, general manager of the asso- 
ut Te should be advocated. The trailer manufacturers do not ciation. | 
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In a resolution adopted a vote of thanks was extended 
to the National Automobile Chamber of Commerce and to 
R. A. Brannigan of the N. A. C. C., for their efforts in point- 
ing out to the Commissioner of Internal Revenue that 
trailers and semi-trailers are not taxable under the revenue 
act of 1918. The Treasury Department, in Regulations 47, 
just issued, rules that two-wheeled and four-wheeled trail- 
ers are exempt. 

The committee considered the question of advisability 
of including motor truck routes to be regulated as to routes, 
rates and stock issues by the Interstate Commerce Com- 
mission in the new bill regulating interstate commerce, as 
proposed tentatively by Congressman Esch. No decision 
with regard to recommendations in the matter was reached, 
but it was the general feeling that while a certain amount 
of regulation might be beneficial, insufficient experience 
in the operation of motor truck transportation lines would 
make it difficult and inadvisable to establish fixed shipping 
rates, and that federal control over the organization and 
financing of such lines at this time might retard develop- 
ment. 

Use of a standardized cost account system for motor 
trucking was approved, and while no specific system was 
endorsed, it was the sentiment of the committee that 
trailer manufacturers should urge truck and trailer opera- 
tors to install a uniform system so that results can be 
compared. 

The general principle of controlling trailer brakes by 
air pressure was also approved. 


HIGHWAYS TRANSPORT 


The Traffic World Washington Bureau. 


The United States Council of National Defense has made 
public a report of its present status and its activities 
from the signing of the armistice to the presentation of 
peace terms to the German delegates at Paris. The report 
is made by Grosvenor B. Clarkson as Director, to the 
various secretaries composing the council. It states that 
since the armistice the work of the council has been car- 
ried on mainly under the following heads. reconstruction 
research, emergency employment for soldiers and sailors, 
highways transport, medical section, committee on labor 
field division and the woman’s committee: 

On the question of Highways Transport the report says: 

“On April 9, 1919, the Highways Transport Committee 
was reorganized in such a way as to take in representatives 
of diffeernt governmental departments having a related in- 
terest in highways transportation matters. Under the re- 
organization the personnel of the committee is as follows: 

John S. Cravens, of the Council of National Defense, chair- 
man; James I. Blakslee, Fourth Assistant Postmaster General; 
J. M. Goodell, consulting engineer, Office of Public Roads and 
Rural Engineering; James H. Collins, investigator in Market 
Survey, Bureau of Markets; Dr. R. S. MacElwee, second assist- 
ant chief, Bureau Foreign and Domestic Commerce; Charles W. 
Reid, executive secretary; Grosvenor B. Clarkson, director of the 
council, ex-officio. 

Assisting the committee in an advisory capacity are the 
following: 


William Phelps Eno of Washington, D. C.; Prof. Arthur H. 
Blanchard of New York: C. A. Musselman of Philadelphia; Ray- 
mond Beck of Akron, Ohio; John T. Stockton of Chicago. 

“The committee has cut its operating expense 50 per 
cent, but in addressing itself particularly to the problems 
growing out of the entrance of the motor truck into the 
commercial transportation field, has sought at all times to 
determine just how the motor truck can best be fitted into 
the nation’s existing transportation agencies. 

“The committee in strictly observing its policy of co- 
operation with all transportation agencies has the active 
assistance of the U. S. Railroad Administration in seeking 
to serve the public in localities where short line railroads 
either are discontinued or where the building of new spurs 
are not considered profitable. Also, through its allied state 
organizations it has sought to provide adequate transporta- 
tion facilities for those areas which were productive, but 
were without facilities for getting their products to market. 

“The principal matters with which the committee has 
concerned, and is concerning itself, under its program 
are as follows: legislation affecting highways transport, 
stimulation of food production, transportation facilities for 
soldier farms and facilities for developing resources other 
than agricultural; co-operation with railroads and water- 
ways in feeder extensions to determine where highways 
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transport may be furnished for opening up new territory 
and to facilitate collection and delivery of freight and ex. 
press for rail and electric lines, as well as diverting shor 
haul traffic from rail to highways transport where more 
economical.” 


HEAVIER LOADING OF CARS 


Editor The Traffic World: 

In your issue of March 22 you published a very interest. 
ing communication from Mr. J. F. Townsend, traffic map. 
ager, National Tube Company, Pittsburgh, Pa., on the gypb. 
ject of “Heavier Loading of Cars.” This article was with. 
out doubt appreciated by the shipping public in general ang 
proved conclusively what can be done in the way of con. 
serving equipment by the heavier loading of cars. 


In this connection we desire to draw your attention to 
the results of our efforts in this regard during the past 
strenuous year of 1918. We will not place any lengthy de. 
tail before you, but respectfully call attention to the faet 
that of 2,753 carloads shipped during the year referred to, 
we had an average overload of 1,963 lbs. per car. The 
average capacity of the cars used was 78,073 lbs. each, one 
having been loaded by us to an average of 80,036 lbs., or 
a saving of approximately 68 cars over the loading capacity 
of the cars used. ; 


In comparison with the year 1917, we show a saving of 
913 cars; in other words, we loaded all of the equipment 
received, one-third heavier during the year 1918, than we 
did during the previous year. 

The statistics in detail are on file in this office, but, as 
above mentioned, we did not assume that you would be 
interested in the compilation of figures and have, therefore, 
submitted the foregoing for your information and the in- 
formation of the shippers, to illustrate the results obtained 
by the loading of cars to their capacity and to 10 per cent 
over the stenciled capacity, as requested by the United 
States Railroad Administration. 

Columbia Steel & Shafting Company, 
Traffic Department. 
S. C. Corfield, 
Chief Clerk. 


Pittsburgh, Pa., May 17, 1919. 


DEMURRAGE AGREEMENT 


The Trafic World Washington Bureau. 


Director Chambers was expected to come to a conclt- 
sion on the 24th, on the suggestion from Director Hines 
that there be a reconsideration of the agreement reached 
by Chambers and the National Industrial Traffic League 
committee to reduce primary demurrage charge to two 
dollars per day. Hines fears that if reduction is made 
he will not be able to hoist it again this fall, when he 
expects congestive demand for cars on account of enor- 
mous cereal crop. 

Charles Rippin and R. D. Sangster, as members of the 
League committee called here to confer with Chambers, 
have resisted the attempt to-have agreement rescinded. 
A compromise suggestion is $2.50, but Rippin and Sangster 
have made it plain that if the Administration publishes 
any rate other than two dollars, the relations between the 
League and it will be broken, so far as demurrage is Con 
cerned. 


MORE SHIPPER MEMBERS. 


Additional appointments of shippers on various traffic 
committees have been announced by Director Thelen as 
follows: E. H. Hogueland, traffic manager for the Topeka 
Traffic Association, to be a member of the Kansas City 
committee; M. J. Quinn, traffic manager for the Troy 
(N. Y.) chamber of commerce, to be a member of the 
eastern trunk line committee at New York; W. S. Whitten, 
secretary of the Lincoln (Neb.) Commercial Club, to be 
a member of the Omaha committee, and W. E. Gardnel 
to be a member of the Jacksonville (Fla.) committee. 





PUTS BACK FAST TRAIN 
Effective May 25, the Pennsylvania Company will agall 
begin the running of its fast train, the Broadway Limited, 
between New York and Chicago, and carrying also 4 
sleeper between Washington and Chicago. 
The train is scheduled to leave Chicago at 12:40 p. ™. 
and to arrive at Chicago at 9:55 a. m. 
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| Personal Notes [ 


Charles Edwin Wallington, newly elected president of 

the Toledo Transportation Club, was born in Sarnia, Ont., 

Dec. 31, 1885, coming to 

Toledo, O., with his par- 

ents at the age of two 

years. On leaving school 

he entered the services 

of a lumber company, 

serving in succession as 

office boy, inventory 

clerk, timekeeper and 

paymaster. Jan. 5, 1905, 

at the age of nineteen, 

he took up _ transporta- 

tion, starting on top (of 

a box car) as freight 

brakeman for the L. S. 

& M. S. Railway. In 

August, 1907, after two 

and one-half years in 

train service, he became 

demurrage clerk for the 

Michigan Central Rail- 

road at Toledo, O., ad- 

vancing to bill clerk, 

abstract clerk, rate clerk, 

cashier and assistant 

agent, going back into the open in September, 1910, as 

switchman. In March, 1911, he became joint rate clerk 

for all the New York Central Lines at Toledo. On Sept. 

1, 1911, he established the traffic department of the Owens 

Bottle Company, serving to the present day as its traffic 

manager. In the fall of 1915 Mr. Wallington took up the 

study of law with the Toledo University, graduating in 

June, 1918, from St. John’s University, Toledo, O., re- 

ceiving the LL. B. degree. He was admitted to the Ohio 

bar Dec. 5, 1918. On May 3, 1919, he was elected presi- 

dent of the Toledo Transportation Club. He also is a 

member of the executive committee of the National Glass- 
Container Traffic Association. 


Robert C. Ross, traffic manager of Joseph T. Ryerson 
& Son, who has just finished a term as president of the 
Traffic Club of Chicago, 


was born at Wingham, 
Ontario, November 14, 
1883. He was educated 
in the public and high 
schools and at the Lon- 
don Collegiate Institute 
at London, Ontario. He 
started out on the road 
to a legal career, but 
picked up telegraphy in 
spare moments. He 
spent one and one-half 
years with the Canadian 
Pacific Railway Com- 
pany at Winnipeg, act- 
ing as relief manager 
through western Canada 
most of this time. He 
went back east, expect- 
ing to go to school, but 
was sidetracked; then he 
came to Chicago and 
worked in the Western 
Union Telegraph Com- 
bany’s office at night, studying stenography in the day- 
ime. He went with Joseph T. Ryerson & Son as teleg- 
rapher and stenographer in November, 1904, and has been 
With them ever since. 





B. L. Winchell, Southern Regional Director, announces 
the appointment of Horace Epes, a former Virginia news- 
paper man, as special assistant for public relations. Mr. 
Epes for the last eight years has been a member of the 
Washington staff of the Associated Press. The purpose 
% the appointment is to establish a direct channel of com- 
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POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DE- 
MAND and THE TRAFFIC WORLD is the logical medium for 
getting the men and the positions in touch with one another. 
The rates for classified advertisements are as follows: Five 
cents per word first insertion, three cents per word second in- 
sertion and two cents per word for each additional insertion, 
payable in advance. Answers to keyed advertisements for- 
warded free and all correspondence held in strict confidence. 
THE TRAFFIC WORLD, 418 South Market Street, Chicago, III. 


WANTED—Position as traffic manager industrial concern. 
Fourteen years’ railroad experience with rates, ete. S. S. J. 28. 


EXECUTIVE, with first-class knowledge of industrial traffic 
work, expert in milling in transit, wants position with reliable, 
progressive firm where competence and hard work will be 
appreciated. Best of references and reasons for changing. If 
interested address Executive, care Traffic World. 


WANTED—Executive traftic position with industry or com- 
mercial organization. Twelve years’ experience rail, water and 
Chamber of Commerce traffic and transportation work. Experi- 
enced in preparation and handling of cases before state and 
national regulatory bodies. References—any former employer 
and others. Address B. B. B. 11, care Traffic World, Chicago. 


WANTED—tTraffic manager by manufacturing concern. Traf- 
fic work light, some traveling. Give full information as to 
experience, age, salary wanted and references. Address Lock 
Box 743, Uhrichsville, Ohio. 


RAILROAD RATE CLERK, with sixteen years’ experience, as 
chief clerk, cashier and accountant; now employed as chief 
clerk, local freight office, trunk line. Would like to connect 
with traffic department of an enterprising manufacturing or 
commercial concern, where ability and efficiency are given 
consideration, as proven, and opportunities for advancement on 
proven ability are good. References on demand. Address 
JT. S. M.. Traffie World. 


TRAFFIC DEPARTMENTS, man with knowledge of traffic 
work wants position; experienced. If you have anything open 
will consider. Address D. P. 275, Traffic World, Chicago. 

TRAFFIC MAN wants position, industrial or commercial 
concern; capable; can produce results; opportunities must be 
good; am going ‘‘over the top’’ with some business firm. Exp. 
E. D. 251, Traffic World, Chicago. 


WANTED—Position as Traffic Manager by gentleman with 
extensive railroad and commercial traffic experience. 


Cc. T. M. 173. Traffic World, Chicago. 


CHAPIN 
WAREHOUSE COMPANY 


HAMMOND, IND. 


On Indiana Harbor Belt R. R. Co. 


Storage - Pool Cars - Forwarding 


Distribution by Parcel Post and Express 
our specialty. 


large road. 


Use our service and escape Chicago congestion. 
Chicago rates apply. 


GONDOLA CARS 


6 Wooden Underframe Drop Bottom Gondola Cars 
Available for immediate use. Price on application 


Traffic Department 
WHEELING, W. VA. 


Hazel-Atlas Glass Company, 


Want to buy one or two standard gauge Flat 
Cars, in good condition, for lumber yard service— 
equipped with Hand Brake only. Address Thayer 
Action Company, Rockford, III. 

FOR SALE 

Several thousand number one Oak Railroad Ties, 
also three cars number two Oak Ties, all good 
quality and ready for immediate shipment. L. F. 
Pearson, Edwardsburg, Mich. 
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munication and understanding between the Railroad Ad- 
ministration in the south and state and local officials, the 
press and other representatives of the public. 

J. N. Campbell is appointed freight claim agent of the 
Louisiana Railway & Navigation Company, with headquar- 
ters at Shreveport, La. 

W. E. Rosenbaum has been appointed secretary of the 
St. Louis eastern district traffic committee in place of 
Edward Hart, Jr., who has been relieved of this work in 
order to resume his duties as assistant general freight 
agent, Baltimore & Ohio Railroad, St. Louis. Mr. Rosen- 
baum has been chief clerk of the committee. 

L. B. Lea has been appointed general freight and car 
agent of the Pierce Oil Corporation, with headquarters 
at 420 Olive street, St. Louis, Mo. 

Effective June 1, J. D. Hawks is appointed federal man- 
ager of the Detroit & Mackinac Railroad, with headquar- 
ters at Detroit, Mich., being released on that-date from 
the jurisdiction of F. H. Alfred, federal manager. 

Waldo S. Reed, recently appointed treasurer of the 
United States Shipping Board Emergency Fleet Corpora- 
tion, has been elected vice-president of the Fleet Corpora- 
tion, and will be in charge of finances. This is one of the 
new offices recently created. Mr. Reed will continue his 
duties as treasurer. 

Announcement is made by Walker D. Hines, Director- 
General of Railroads, that the Distinguished Service Medal 
has been posthumously awarded to George Hodges, former 
manager of the troop movement section of the Division 
of Operations of the Railroad Administration. Mr. Hodges 
died suddenly March 14 in Washington. The information 
was contained in a letter from Newton D. Baker, Secretary 
of War, to the Director-General. 


A CORRECTION 

Ed. P. Byars, commerce counsel of the Texas Petroleum 
Refiners’ Association, points out an error in an article 
on page 906 of The Traffic World of April 26, wherein 
it is stated that the association is composed of producers 
of crude oil. The refiners, he explains, merely buy and 
refine the crude oil and few, if any, are producing their 
own crude. The members of the association are, how- 
ever, interested in both the crude, fuel and refined rates 
from Texas to interstate points. 


LOADING OF MELONS 


In Circular CS-62,‘ addressed to all railroads, Manager 
Kendall of the Car Service Section says: 

“Although the Food Administration has canceled its 
trade unit on watermelons, it is the desire of the Railroad 
Administration that shippers continue to load the same as 
last year, that is, watermelons, average weight 25 pounds or 
less, 5 tiers high; watermelons, average weight 26 pounds 
or over, 4 tiers high. 

“At a meeting of Melon Distributors’ Association, held 
at Cincinnati, Feb. 14 and 15, 1919, this association went 
on record unanimously favoring the continuation of last 
year’s plan of loading. 

“Much more efficient use of equipment is possible if this 
method of loading is followed, and will place carriers in 
=o to furnish promptly class of equipment most suit- 
able.” 


SHIPPING BOARD WAGE AWARD 


The National Adjustment Commission of the United 
States Shipping Board has announced its award in the case 
of the International Brotherhood of Dredge Engineers and 
Cranemen, International Dredge Workers’ Protective As- 
sociation, Licensed Tugmen’s Protective Association and 
the Tug Firemen and Linemen’s Protective Association vs. 
the Great Lakes Dredge and Dock Company, Toledo Im- 
provement Company, Greiling Brothers, Empire Engineer- 
ing Company, Dunbar and Sullivan Dredging Company and 
M. Sullivan, dredging contractor. The award, which pro- 
vides for wage increases and working conditions for tug 
captains, firemen, engineers, deckhands, dredge and scow 
workers on the Great Lakes, is effective as of April 1, 1919, 
and up to and including March 31, 1920. 


PASSENGER MOTOR LINE 


Secretary Lane of the Interior Department has an- 
nounced that a passenger motor transportation line will 
be established to encourage travel through Yellowstone, 
Rocky Mountain and Glacier national parks. The line will 
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start from Denver and pass through Boulder, Loveland 
Colo., Cheyenne, Douglas, Casper, Thermopolis and Cody 
Wyo., and Livingston, Bozeman, Townsend, Helena anj 
Choteau, Mont. 


LOADING OF GRAIN 


For the week ending May 3, 19,149 cars of grain wer 
loaded, according to the statement of the Railroad Admip. 
istration. By districts the report is as follows: Eastern 
district, 2,569; Allegheny district, 1,413; Pocahontas djs. 
trict, 53; Southern district, 2,104; Northwest district, 6,773: 
Central Western district, 4,516; Southwest district, 1,72), 
In the same period in 1918, 17,434 cars of grain were loaded. 
From January 1, 1919, to the week ending May 3, the re 
port shows 370,886 cars loaded as compared with 37814 
in the same period in 1918. 


VALUATION ARGUMENT CANCELED 


At the request of the committee representing the rail. 
road executives, the Commission canceled the argument 
which was to have been held at Washington, May 26, on 
the valuation reports made by the Commission’s valuation 
bureau on the property of the Atlanta, Birmingham ¢ 
Atlantic and its subsidiaries; the Texas Midland; Kansas 
City Southern and its subsidiaries; the Winston-Salem 
Southbound, and the Elgin, Joliet & Eastern and sub. 
sidiaries. The committee represented that it could not 
get ready for the argument on the day set. The chances, 
therefore, are that. the matter will go over until after the 
summer recess. 


SHIPMENTS OF COAL TO SWITZERLAND 


The War Trade Board announces that henceforth ship 
ments of coal to Switzerland may be consigned to the 
Societe Co-operative Suisse d’Importation du _ Charbon; 
and, furthermore, that it is no longer necessary for the 
importers in Switzerland to obtain certificates from the 
Societe Suisse de Surveillance Economique covering such 
importations. Applications on form X-A should be filed 
with the War Trade Board, Washington. 


THE TELEGRAPH RETURN BILL. 


The bill for the return of the telegraph and telephone 
properties to their owners, which was introduced in the 
Senate May 20 by Senator Frank B. Kellogg, of Minnesota, 
provides for the repeal of the joint resolution under which 
the President took over the wire properties and the Presi: 
dent “is authorized and directed” to return the properties 
involved to their owners. Within sixty days after the pro- 
posed act shall take effect, the bill says, a detailed report 
of the government operation of the wire properties shall 
be made to Congress. Senator Thomas P. Gore of Okla- 
homa introduced a similar resolution. Congressman Esch 
of Wisconsin has introduced a similar bill in the House 
as has Representative Steenerson. 


HEATER CAR MOVEMENT. 


In Bulletin CS112, Manager Kendall said: 

“Car Service Section Bulletin 87, issued December 26, 
1918, and Supplement No. 1 thereto, issued January 31, 
1919, covering certain heater and potato cars, are hereby 
cancelled, the continued homeward movement of equil 
ment covered thereby being now included in other instruc 
tions.” 


COMMISSION ORDERS 


At complainants’ request, the Commission has dismissed 
No. 9831, Gamble-Robinson Fruit Co. vs. A. C. L. et al: 
No. 9464, Sand Point Lumber & Coal Co. vs. C., M. & St 
P. et al.; No. 10262, Frank J. DeLaney et al. vs. C., 
& St. P. et al.; No. 9414, Isaac Joseph Iron Co. vs. C: 
N. O. & T. P. et al.; No. 7317, Houston Coal Co. %S. 
Pennsylvania Co. et al.; No. 6106, Bott Brothers Mis 
Co. vs. C., B. & Q. et al.; No. 9960, Ingram Lumber C? 
vs. K. C. S. et al.; No. 10447, Raleigh Chamber of Col 
merce vs. S. A. L. et al.; No. 10341, United Verde vd 
tension Mining Co. vs. A., T. & S. F. et al.; No. 3992, 
H. C. Klingman vs. C., R. I. & P. et al.; No. 10425, B.F 
Lester vs. A. C. L. et al., and No. 10499, Cosden & Co. 
vs. A., T. & S. F. et al. 1a 

The Commission has dismissed No. 7364, Louisial 
Railway & Navigation vs. Artesian Belt Railroad C0 
et al., because the complainant has failed to notify the 
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ue THE NATIONAL INDUSTRIAL TRAFFIC LEAGUE.—Object: 
The object of this league is to interchange ideas concerning 


traffic matters, to co-operate with the Interstate Commerce 
Commission, state railroad commissions and _ transportation 
companies in promoting and securing better understanding by A N C we ‘@) R 


in Were [the public and the state and national governments of the needs 


Admi of the traffic world; to secure proper legislation where deemed 

CTI ecessary, and the modification of present laws where consid- A N C on @) R- 'D) @) N A L DB) S ‘@) N 
Eastern  jred harmful to the free interchange of commerce; with the 

tas dis. MM view to advance fair dealing and to promote, conserve and pro- . 


t. 6.779. i tect the commercial and transportation interests. 
4 LT Headquarters—Tacoma Bldg., 5 North La Salle St., Chicago. 
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} , T. M. Crane Company, 836 South Michigan Avenue, Chi- 

2€ rail: cago, Ill. 
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iluation pee Se Se Sees, Se ; am Ae eae ore sens Length 901 Feet + Breadth97 Feet + 47000 Tons. 


pe UNEXCELLED SERVICE 
MANUFACTURERS’ ASSOCIATION, In Charge of Traffic of -AVONMOUTH NEW YORK-LONDON 
n-Salem industries Located at Sterling and Rock Falls, III. eR ITERRANGAN ORK-SOUTHAMPTON 
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Sterling and Rock Falls, Ill., should be addressed to the Traffic SS Oe ee ee ee oe oe 
Manager, General Offices, Lawrence Building, Sterling, I11. REFRIGERATOR SPACE FOR EVERY PURPOSE 
> For information as to rates, sailings, etc.,.- and for booking arrangements, 


apply to 


h ship COMPANY’S OFFICES. 
NEW YORK 21-24 State Street, Battery Park Building. 
to the BOSTON - 126 State Street, Cunard Building. i 
arbon: CHICAGO 140 No. Dearborn Street, Cunard Building. 
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CARBO STEEL PRODUCTS CoO., 2600 W. 111th St., Morgan Park Sta., CHICAGO 


8 PORTLAND, OREGON 
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Commission of its desire to proceed to a conclusion in 
the case. The complaint has been in abeyance since Nov. 
1, 1914. On Feb. 15, 1919, the Commission notified the 
complainant that the case would be dismissed, unless 
it should, on or before May 1, 1919, notify the Commission 
of its desire to proceed to a conclusion. 

The Commission has permitted the Michigan City Cham- 
ber of Commerce to intervene in No. 10514, South Bend 
Chamber of Commerce et al. vs. B. & O. et al. 


MAY INVESTIGATE SHIPPING BOARD. 


The affairs of the United States Shipping Board and the 
Emergency Fleet Corporation will be investigated by 
Congress if a resolution introduced by Representative 
Greene, of Massachusetts, is adopted. Representative 
Greene is chairman of the House committee on the mer- 
chant marine and fisheries, and he said that his committee 
will offer legislation to place the shipping board on a prac- 
tical business basis. 


MUST LABEL FRUIT AND VEGETABLE PACKAGES 


Fruits and vegetables in package form should be labeled 
with the quantity of contents when shipped within the 
jurisdiction of the Federal food and drugs act, say the 
officials of the Bureau of Chemistry in charge of the en- 
forcement of that law. 

The requirements of the net-weight amendment to the 
Federal food and drugs act in its application to the label- 
ing of fruits and vegetables in package form have been 
widely distributed among shippers and other interested 
parties. Shippers of fruits and vegetables who fail to com- 
ply with the requirements are liable to prosecution in the 
Federal courts. Food inspectors have been instructed to 
watch interstate shipments of fruits and vegetables dur- 
ing this season to see that the packages are labeled with 
the quantity of contents in accordance with the require- 
ments. 

Complete rulings regarding the labeling and regarding 
certain exemptions, which have been published, will be 
mailed upon application to the Bureau of Chemistry, 
United States Department of Agriculture, Washington, 
mam <. 


DOCKET OF THE COMMISSION 


Note.—Items in the Docket marked with an asterisk (*) are 
new, having been added since the last issue of The Traffic 
World. Cancellations and postponements announced too late to 
show the change in this Docket will be noted elsewhere. 


May 26—Albany, N. Y.—Examiner Smith: 

10506 (Sub. No. 1)—State of New York, Commission of High- 
ways, vs. Hines, Lehigh Valley et al. 

10471—State of New York vs. Hines et al. 

10506—Commission of Highways vs. Hines et al. 

May 28—Buffalo, N. Y.—Examiner Smith: 
10481—Rogers-Brown Iron Co. vs. Hines et al. 
10442—Contact Process Co. vs. P. R. R. Co. et al. 
10420—Donner Steel Co. vs. D. L. & W. R. R. Co. et al. 

June 2—Chicago, Ill.—Examiner McGehee; 
10483—Old Dominion Copper Co. et al. vs*"Hincs. 
10492—Phelps-Dodge Corporation et al. vs. Hines et al. 


June 2—Chicago, Ill—Examiner McGehee: 

10597—Calumet & Arizona Mining Co. et al. vs. Director Gen- 
eral. 

10453—Exeter Machine Works vs. Hines et al. 

Such portions of 4th sect. app. 4577, filed by Pa. R. R., seek- 
ing authority to continue to charge for the transportation 
of sand from Millville and Clayville, N. J., to Berwick, Pa., 
rates which are lower than those contemporaneously main- 
tained on like traffic to West Pittston, Pa., and other inter- 


June 4—Argument at Washington, D. C.: 
10401—The National Fireproofing Co. vs. Hocking Valley et al. 


9695—La Crosse Rubber Mills Co. vs. Baltimore & Ohio R. R. ° 


June 4—Chicago, Ill._—Examiner McGehee: 
10595—Inland Steel Co. et al. vs. Director General. 
June 5—Argument at Washington, D. C.: 
10062—Badger Lumber Co. et al. vs. A. T. & S. F. et al. 
Fifteenth Section Application 2065. 
10238—New Bedford Board of Commerce vs. N. Y. N. H. & 
H. R. R. et al. 
10263—New Bedford Board of Commerce, on behalf of J. C. 
Rhodes & Co., Inc., vs. New England S. S. Co. et al. 
July 5—Elmira, N. Y.—Examiner Brown: 
10445—Thatcher Mfg. Co. vs. Hines et al. 
June 6—Argument at Washington, D. C.: 
10248—Climax Molybdenum Co. vs. Ann Arbor et al. 
10325—Swift & Co. vs. Mo. Pac. et al. 
— Louis Independent Packing .Co. vs. Director Gen- 
eral. 


June 6—Pittsburgh, Pa.—Examiner McGehee: 
10197—Avella Coal Co. vs. Pittsburgh & West Virginia Ry. 


et al. 
10197, Sub. No. 1—Meadowlands Coal Co. vs. Pittsburgh & 
West Virginia Ry. et al. 
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10197, Sub. No. 2—Waverly Coal and Coke Co. vs. Pitt 

& West Virginia Ry. et al. sburgh 
10197, Sub. No. 3—Pryor Coal Co. vs. Pittsburgh & West Vir- 
10997, Sub. No “4D Coal and Coke C 

» Sub. No. uquesne Coal an Oke Co. vs. Pit 

& West Virginia Ry. et al. oe 
10197, Sub. No. 5—Pittsburgh Southwestern Coal Co. vs. Pitts. 

burgh & West Viriginia Ry. et al. . 
10197, Sub. No. 6—Ferguson Coal and Coke Co. vs. Pittsburgh 

& West Virginia Ry. et al. 


June 6—Argument at Washington, D. C.: 

ba ay " Du Pont de Nemours & Co. vs. Ala. Great South- 
ern et al. 

10397, Sub. Nos. 1 and 5—E. I. Du Pont de Nemours & (Co, 
vs. Seaboard Air Line et al. 

10397, Sub. Nos. 2 and 6—E. I. Du Pont de Nemours & Co. vs 
Atlantic Coast Line et al. . 

10397, Sub. Nos. 3 and 4—E. I. Du Pont de Nemours & (Co, 
vs. Macon, Dublin & Savannah et al. 

10397, Sub. No. 7—E. I. Du Pont de Nemours & Co. vs. Geor- 
gia R. R. et al. 

10397, Sub. No. 8—E. I. Du Pont de Nemours & Co. vs. Nor- 

folk & Western Ry. et al. 


June 7—Argument at Washington: 
10333—New Orleans, Natalbany & Natchez Ry. vs. Illinois 
Central et al. 
10461—Peerless Coal Co. of Illinois vs. Atchison, Topeka & 
Santa Fe et al. 
10461, Sub. No. 1—The Jones & Adams Coal Co. vs. Atchison 
Topeka & Santa Fe et al. q 


June 9—Washington, D. C.—Examiner Brown: 
10227—Electric Railway Mail Pay. 


June 9—Little Rock, Ark.—Examiner Pattison: 
10415—Arkansas Jobbers’ and Manufacturers’ Assn. vs. Chi- 
cago, Rock Island & Pacific et al. 

10416—Arkansas Jobbers’ and Manufacturers’ Assn. vs. Ala- 
bama & Vicksburg et al. 

10417—Arkansas Jobbers’ and Manufacturers’ Assn. vs. Chi- 
cago, Rock Island & Pacific et al. 

Such portions of Fourth Section Application No. 2176 of Agent 
W. P. Emerson, in which carriers parties thereto ask au- 
thority to continue to charge for the transportation of 
tropical fruits from New Orleans, La., and Mobile, Ala., to 
Little Rock and Pine Bluff, Ark., rates which are lower than 
rates contemporaneously in effect on like traffic to Hope, 
Camden and Fordyce, Ark. 

Such portions of Fourth Section Applications Nos. 699 and 
1573, filed by F. A. Leland, agent, and Seaboard Air Line 
R. R., respectively, in which carriers seek authority to 
continue to charge for the transportation of tropical fruits 
and vegetables from Jacksonville, Fla., to Little Rock and 
Pine Bluff, Ark., rates which are lower than rates con- 
ho =. lata maintained on like traffic to intermediate 
points. 

Such portions of Fourth Section Applications Nos. 1950 anda 
1951, filed by Kansas City Southern Ry.; No. 4847, filed by 
St. Louis Southwestern Ry. Co.; and No. 4218, filed by 
Missouri Pacific Ry. Co., seeking authority to continue 
charging rates on grain and grain products from St. Louis 
and Kansas City, Mo., to Texarkana, Ark., which are lower 
than rates contemporaneously maintained on like traffic to 
ae, Prescott, Fordyce, Ark., and other intermediate 
points. 

June 11—Philadelphia, Pa.—Examiner Brown: 
10227—Electric Railway Mail Pay. 

June 13—Boston, Mass.—Examiner Brown: 
10227—Electric Railway Mail Pay. 

June 16—Argument at Washington, D. C.: 

10287—Globe Elevator Co. vs. Delaware, Lackawanna & 
Western et al. 


June 18—Syracuse, N. Y.—Examiner Brown: 
10227—Electric Railway Mail Pay. 


June 20—Cleveland, Ohio—Examiner Brown: 
10227—Electric Railway Mail Pay. 


June 23—Detroit, Mich.—Examiner Brown: 
10227—Electric Railway Mail Pay. 
June 23—New York, N. Y.—Examiner Thurtell: 
* 10634—The Thomas Iron Co. vs. Central R. R. 
Jersey et al. 
* 10387—Empire Steel and Iron Co. vs. Central R. R. 
New Jersey et al. 
June 25—Indianapolis, Ind.—Examiner Brown: 
10227—Electric Railway Mail Pay. 
June 27—Chicago, Ill—Examiner Brown: 
10227—Electric Railway Mail Pay. 


June 30—Minneapolis, Minn.—Examiner Brown: 
10227—Electric Railway Mail Pay. 


July 3—Portland, Ore.—Examiner Brown: 
10227—Electric Railway Mail Pay. 


July 7—San Francisco, Calif.—Examiner Brown: 
10227—Electric Railway Mail Pay. 

July 9—Los Angeles, Calif.—Examiner Brown: 
10227—Electric Railway Mail Pay. 

July 14—Salt Lake City, Utah—Examiner Brown: 
10227—Electric Railway Mail Pay. 

July 18—Kansas City, Mo.—Examiner Brown: 
10227—Electric Railway Mail Pay. 

July 22—Dallas, Tex.—Examiner Brown: 
10227—Electric Railway Mail Pay. 

July 24—St. Louis, Mo.—Examiner Brown: 
10227—Electric Railway Mail Pay. 

July 26—Cincinnati, Ohio—Examiner Brown: 
10227—Electric Railway Mail Pay. 

July 28—Pittsburgh, Pa.—Examiner Brown: 
10227—Electric Railway Mail Pay. 
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IF YOU WANT 


Traffic Department Forms 
“|| LET US SUPPLY THEM 


“_ Among Those We Carry In Stock Are 


1. The Standard Claim Forms, prescribed by 8. Concealed Loss and Damage Claim 

the DrrEcTOR-GENERAL, and there are two Forms, four different blanks: 

kinds, Overcharge and Loss and Damage, a—Concealed loss form for use of agent 

at the following schedule of prices: b—Concealed |l.ss form for use of Claimant 
100 of each or 200 of either $2.00 delivered c-Concealed damage form for use of Claimant 
150 of each or 300 of either 2.90 delivered d-Concealed damage form for use of Agent 
200 of each or 400 of either 3.75 delivered Price, either form, 100, $1.00 200, $2.00 
250 of each or 500 of either 4.50 delivered 300, $3.00 500, $4.50 1000, $7.50 


500 of each or 1000 of either 7.50 delivered 9. War Tax Stamp Table, showing the exact 
2. A Loose Leaf Claim Record Form, amount of tax on any freight bill from 40 


punched to fit a standard 6x9 post binder 
and containing detailed information as to 
the claim, including space for proper closing 
record, and an easy follow up scheme. 
Price: 100, 75c 200, $1.45 300 $2.10 
500, $3.25 1000, $6.00 


. Consignee’s Affidavit Covering Shortage. 


A recognized form for use by consignee when 
there is a shortage in car load freight. 


Price: 100, $1.00 200, $2.00 
300, $2.50 500, $4.00 


. Consignee’s Affidavit Covering Damage. 


Similar to the form described above and at 
the same schedule of prices. 


. Consignee’s Affidavit Covering Shortage 


on I. c. 1. Freight. Same schedule of prices. 


. Consignee’s Affidavit Covering Damage 


on Il. c. 1. Freight. Same schedule of prices. 


- Bond of Indemnity Form for use in pre- 


senting claims not accompanied by the 
original bill of lading or freight bill. 
Price: 100, 75c 200, $1.45 300, $2.10 
500, $3.25 1000, $6.00 


cents to $323.83. 

Single copies, 25 cents. In lots of 10 or 
more, 10 cents each. In lots of 25 or more, 
5 cents each. 


. Standard Forms for Carriers’ Use in 


Handling Special Reparation Docket 

Claims. 

Price: 100, $1.75 200, $2.75 300, $3.75 
500, $5.25 1000, $9.25 


. A Label Designed to Prevent Pilferage 


of Freight and Express Shipments. A 
forceful warning to would-be pilferers to the 
effect that as the package while in transit is 
in Government custody, tampering with it 
carries a maximum penalty of ten years in 
prison—very effective. 

Price Gummed Price Not Gummed 

100 $0.75 100 $0.50 

200 1.00 200 75 

300 1.25 300 1.00 

500 1.75 500 1.25 

1000 2.75 1000 2.25 


. In-bound and Out-bound Detention 


Record Forms. 
Price, either kind: 100, $1.00 200, $2.00 
300, $3.00 500, $4.50 


Prices on greater quantities of any of the above quoted on application. Forms all carried in stoek 


and orders will be filled immediately on receipt, the prices shown all being delivered once. 


THE TRAFFIC SERVICE BUREAU 


418 South Market Street 


CHICAGO, ILLINOIS 
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DIRECTORY OF TRANSFER AGENTS, FREIGHT FORWARDERS, WAREHOUSEMEN, 
CUSTOM HOUSE BROKERS, ETC. 


"Spencer Transfer, North Carolina 


(Largest Freight Transfer Station In the South) 


For quick service to the Carolinas and upper Georgia 
consign pool cars to us for distribution. Through mer- 
chandise cars loaded out daily for this entire territory. 


Acme Transfer & Storage Co., Inc., of New York 


H. N. McEwen, Resident Manager. P. O. Salisbury, N. C. 


DECATUR, ILLINOIS 
“The Heart of Illinois” 
Gives quicker service by steam and electric lines 
to all Central Illinois. 


PARKE & SON CO. 


Members Am: ican Chain of Warehouses 
STORAGE TRANSFER FORWARDING 


Western Transfer and Storage Co. 


220 TO 226 Se ST. 
EL O, 


PAS EXAS 
FORWARDERS AND. DISTRIBUTORS 
DISTRIBUTION CARS A SPECIALTY 


TWO WAREHOUSES ON TRACK 
The only FIREPROOF storage in Hl Paso 


Cut Rate Package Car so i from Seaboard Territory 


Gordon Fireproof Warehouse & Van Co. 


219-23 North 11th Street, OMAHA, NEB. 


6 Warehouses on Track—4 Sprinkled 


Insurance Rate, 20c. Trackage Space, Two Blocks 
General Transfer and Forwarding 


Buffalo Storage & Carting Co. 
$50 Seneca St., Buffalo, N. Y. 


Storage, Transfer and Forwarding 
Warehouse on New York Central Tracks 


The Wiley & Nicholls Co. 


UNITED STATES BONDED WAREHOUSES AND 
GENERAL STORAGE-DISTRIBUTORS 


arehousemen and Forwarding Agents. Drayage and 
Weave Hauli aS ty. Fireproof Warehouse Low- 
est Insurance te City. 


GALVESTON, TEXAS 


OAKLAND CALIFORNIA SACRAMENTO 
POOL CAR SERVICE 


LAWRENCE WAREHOUSE @ 


5 and Docks 


CHICAGO 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 


Teaming of Every Description—City Delivery Service 
and Carioad Distributors 


—— 
—— ee 


RESHIPPING WAREHOUSE 
F.W. HAGEN & CO. 1131 EAST TITH STREET 


66 Car Switch CHICAGO, ILL. ©»’s, 1000 Gan 


Grand Crossing, | Sou TL, Sta. 
L C. or Nickel Sista ‘Delivery Belt Ry. of Gh. oF oe J. & E. Del’y 
Ample Private Car Switch and Lake Michigan Dook Facilities 
Thru Transit and Chicago Freight Rates Protected 
GENERAL MERCHANDISE STORAGE, TRANSFERRING 


Carolina Storage & Distributing Co, 
Raleigh, North Carolina 


We store and distribute all classes of freight. Modern 
brick warehouse located on railroad tracks. Pool car 
distribution a specialty. Being centrally located, Raleigh 
is the most logical distributing point for the -Carolinas. 


LINCOLN, NEB. 


Best Distribution Point In the West 
Merchandise in car lots distributed to all points. House- 
hold goods assembled and shipped in car lots at reduced 
rates. Cars sent to our warehouses without charge. 


GENERAL DRAYAGE AND STORAGE 
Fireproof Buildings—Trac Space, 7 cars. 
Service—the foundation of our success. 


CARTER TRANSFER & STORAGE CO., 8th and Q Sts 


ST. JOSEPH TRANSFER CO. 
‘PONY EXPRESS"? 
ST. JOSEPH . . MISSOURI 


MERCHANDISE STORAGE WAREHOUSE. 
CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICE GUARANTEED. 


CINCINNATI, OHIO 


Consignments of freight in carloads or less for Cincinnati 
and points beyond solicited, at reasonable rates. 


The moving and placing of heavy machinery a s,ecialty. 


THE CINCINNATI TRANSFER CO. 


Correspondence Solicited. Established 1859. 


ROCHESTER, NEW YORK 


General Storage Forwarding Carload Distribution 


Excellent facilities for reshipping without =e. Insur- 
ance rate 12 cents. Members of American arehouse- 
men’s Association and American Chain of Warehouses. 


Write for particulars. 
B. R. & P. WAREHOUSE, Inc. KING and MAPLE STS. 


CINCINNATI, OHIO. joist". 
J. C. Buckles Transfer Co. 


SAVE THE DIFFERENCE 


Prevailing high a 5 rates means greater difference be- 
tween carload less carload rates than heretofore. 


Send u* {or distribution ce North, South, East and West 


Louisville Public Warehouse Co., lnc. 


Accumulators and Distributors of All Classes of Freight 
Have CO. FREIGHT DEPOT Center 
of City, Storage, Traffie and Transportation Depts. 
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<A> The Trade-Mark <Aly 


That Signifies Satisfactory Servid .: 


Whatever the service asked from “GATX” cars, there is a tran 
pledge of satisfaction behind it. 


You can depend on General American cars. They have every lies 
factor that makes for sturdiness, every feature that means par- Thre 
ticular service for your particular needs. 


General American cars are built for the transportation of Vol, 
every petroleum product. 


They are used by great oil organizations of America and V 
are known throughout the world. tlem: 
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East Chicago Plant— One Mile Long ficat 
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Every branch of service is embraced in the General Amer- facte 
ican plan. We build and design, lease and operate tank cars. ace 
estec 
And in our three big plants we have exceptional facilities work 
for repairing and rebuilding “bad order” or wrecked cars. Pe 

dis 
Write Us for Information on 
, tice | 
. > the } 
General American Tank Car Corporation |] ::. 
° The 
Builders General Offices: Lessors by tl 
Plants at: Harris Trust Building Sales Offices at: in pt 
Warren, Ohio East Chicago, Ind. _ Chicago 17 Battery Place, New York instri 
Sand Springs, Okla. 24 California Street, San Fram 


in th 





